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“CH” ae Metars 


Offer Your Motormen Inducements to 
Economize on Current Consumption 


They are Special Ampere-Hour Car Meters, designed to record with absolute accuracy 
the actual amount of current consumed by each car and supply what is most 
needed—a record of comparative current consumption—thus offering an incentive to the 
motorman to handle his car to the best advantage and with economy of current. The ‘‘C-H”’ 
meter of the mercury motor type embodies the following essential features necessary to an 
efficient car meter: 


Low cost of mainte= 
nance due to sound me= 
chanical construction. 


Very light armature, 
practically floating in 


Perfect comparison be- 
tween motormen. 


A check on actual cur- 
rent consumption. 


mercury. 


An approximate check 


Perfect natural cushion 
on station meters. 


which mercury affords to 
jarring of car. 


An indication of any 
defect causing increased 
consumption. 


Negligible inertia, caus- 
ing meter to take up peaks 
_of current immediately. 


Over 3000 of These Meters Are Actually in Service. 
We Guarantee the Accuracy of This Meter. 


Write us for full details and testimonials of remarkable results already obtained. 
Wonham, Sanger & Bates 
141 JURENCE POUNTSEY HILL, LONDON, E. C. 30 Church Street, New York 
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are 


‘‘TOE,”’ said the general manager to his master mechanic, 

‘“have you made good on your estimate of the low main- 
tenance cost of those late model Westinghouse motors we put 
on some of our cars a couple of months ago? I’m from 
Missouri.” 


OE was prepared with the latest car reports, which he pre- 
sented to the general manager, and answered: ‘*‘Look over 
those reports, they tell their own story. Note that the cars 
with Westinghouse Motor equipments have not been in the 
shops, and that their regular maintenance is much lower than 
for the other cars; they don’t need half the oil. It would be 
a paying investment to equip all our rolling stock with West- 
inghouse Motors. ‘Their improved bearings alone would war- 
rant the change, to say nothing about the adjustable brush 


holders, strap-copper wound field coils, 
bolted commutators, etc.”’ 


TOE,” said the general manager, ‘‘you’re 
right.”’ 


Bearing ee Field Coil, 
with Separate Oil Chamber Cushion Spring—Strap Wound. 


Spider Construction 


Malleable Iron, Brush Holder with 


Adjustable Tension 
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Manufactures and Supplies 


Proposed Increase in Second-Class Postal Rates 

All subscribers to this paper should be concerned in the 
amendment to the post office appropriation bill which is now 
before the United States Senate and is attracting wide atten- 
tion. This amendment increases from 1 cent to 4 cents per 
pound the postal rates on the advertising pages of popular 
magazines and of technical and trade journals (which have 
little or no political influence), but leaves at the old rate the 
great daily papers, with their enormous Sunday editions and 
so-called magazines, and the very small publications whose mail- 
ings amount to 4000 lb. or less per issue. As this change, if 
enacted, would seriously affect this paper as well as other tech- 
nical and trade publications and would probably drive some 
journals out of business, we feel that we should briefly refer to 
the subject. The Erecrric RAtLwAy JouRNAL is perfectly will- 
ing to pay what it should, as a good citizen, to meet the needs 
of the government. But it believes that Congress will see the 
unfairness of attempting to make up by such an enormous 
increase in charges upon one class of papers the deficit 
caused by the rural free delivery system, from which the pub- 
lishers of most technical papers derive little or no benefit. A 
more equitable plan would be to stop the abuse of the frank- 
ing privilege through which the government now sustains a 
large loss or else to adopt a slightly higher charge for sec- 
ond-class mail matter, to apply to all periodicals alike. 


Popular Finance 

The great interest being felt in New York over the rapid 
transit situation has led to many heated editorials and articles 
in the metropolitan press in which the writers have displayed a 
better, knowledge of rhetoric than of the exact condition of 
affairs. Some of the statements relating to the profits earned 
by the present subway are especially amusing, irrespective of 
whether one believes that the interests of the city would better 
be served if the contract for the new rapid transit system should 
be awarded to the Interborough Rapid Transit Company or to 
an independent operator. Thus, a morning paper which claims 
to have one of the largest circulations, if not the largest, in 
the city solemnly says that the present subway has paid for itself 
in six years, and that, at the present rate of receipts, the entire 
construction cost would be covered in three and a half years. 
These statements would certainly be astounding if true, but an 
analysis of the accompanying figures shows the two errors into 
which the writer has fallen. In calculating the receipts of the 
subway he confused the gross revenue with the net income, .a 
difference, for last year, equivalent to that between nearly 


- $14,000,000 and $4,641,000. Moreover, he made no allowance 


for the cost of equipping the line with its power station, cars, 
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etc., of organizing the company, or of starting it as a going 
concern. This expense was nearly as much as that of building 
the subway itself. We have heard of some economists who 
believe in valuating a railway property at the sale price of its 
physical equipment, but it is certainly a very long step in ad- 
vance of any which has yet been taken to eliminate everything 
except the right-of-way. If the writer of the paragraph men- 
tioned will show the managers of the Interborough Rapid Tran- 
sit Company how they can maintain their present gross receipts 
without paying out anything for operating expense or as interest 
on the cost of the equipment we believe that the managers of 
the road would be willing to admit that the cost of constructing 
a subway could be refunded in a very short time. Under these 
circumstances almost any business—even that of publishing 


newspapers—would be profitable. 


Committees on Safety 

Most of the accidents which are of daily occurrence on rail- 
ways, in mines, factories, and in fact in nearly every industrial 
occupation, are the result of failure on the part of some one to 
observe rules made for the express purpose of preventing such 
accidents. Familiarity with the dangers of the day’s work 
breeds contempt for them. The ironworker takes risks at the 
top of a skyscraper that make the pedestrian on the street 
shudder. The miner handles high explosives with careless aban- 
don, and the motorman runs his car at high speed without 
thought of the danger to himself, his passengers or any one else. 
It is a most difficult task to make a large body of men realize 
individually and collectively the ever-present danger of their 
occupation, which involves risk not only to themselves but to 
their fellow-workmen and others whose safety depends on the 
close observance of all precautionary rules. Any campaign for 
the prevention of accidents, to be successful, must strike at the 
root of the trouble, which is the indifference of the employees 
The Chicago & Northwestern Rail- 


way has attempted such a campaign, along new lines, through 


and the public to danger. 


the formation among the employees of committees on safety. 
On each division of the system a committee composed of 
engineers, conductors, brakemen, switchmen, firemen, trackmen, 
shopmen and station employees has been organized. These com- 
mittees make regular tours of inspection over each division. 
Dangerous conditions which can be corrected readily are righted 
at once on the recommendation of any member of the com- 
mittee. Unsafe conditions of a general character are reported 
promptly, with recommendations to a Central Safety Committee, 
composed of operating and general officers of the company. 
The central committee acts at once to have the danger reduced 
or eliminated, and every division committee is notified of any 
action taken. As a badge of authority and to designate his 
office, each member of the safety committee wears a neat 
button in the lapel of his coat on which are the words ‘Safety 
First,” which is the slogan adopted for carrying out the move- 
ment. The good points of this plan of enlisting representative 
employees to supervise the movement in each locality and spread 
the doctrine of safety will be recognized by every manager. No 
one man, however enthusiastic and earnest he may be, can ac- 
complish as much in a movement of this kind as 50 or 100 men, 
each imbued with a sense of personal responsibility for its suc- 
cess. These men on the job will see many things that the man- 
ager or superintendent never sees; they can sow seeds of caution 
in the most fertile ground. 
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POWER TRANSMISSION FOR RAILWAYS 


The paper by W. B. Jackson, read on Feb. 10 at the meeting 
of the American Institute of Electrical Engineers, on the “Ad- 
vantages of Unified Electric Systems” calls renewed attention 
to the large number of long-distance transmission systems now 
supplying power to electric railways of various descriptions. 
In part this supply is the natural result of the development 
of transmission from hydraulic sources and in part it is due 
to the initiative of the railways themselves in organizing high- 
As the 
electrification of the larger railway systems draws, as one may 
say, not nearer but to a less hopeless distance, the necessity for 


long transmissions, either from coal at the tidewater or at the 


voltage systems for their own use over wide areas. 


mines or from hydraulic sources, becomes more and more evi- 
Electrification in the larger sense is chiefly a matter of 
The beginnings of electric railway opera- 


dent. 
power transmission. 
tion from transmitted power are not distant and the results 
already accomplished make the path of progress plain. The 
first electric railway to use electric power transmitted at what 
was then high tension from a hydroelectric station was the 
Norwich (Conn.) street railway, which in 1894 began taking 
power from one of the very early three-phase transmissions, 
having its generating station at Baltic, Conn. In the 17 years 
that have passed since then power transmission has grown be- 
yond the utmost dreams of its originators. Yet it is interest- 
ing to see consistently being worked out the plan of utilizing 
purchased and transmitted power thus first brought into use: 

At the present time it is so easy to transmit electric power 
over very long distances that, save in rare cases, it does 
not pay to operate a large network of lines from scattered 
individual power houses. The more economical plan is to have 
one, or preferably two, large generating stations able to pro- 
vide power more cheaply, first, on account of the relatively 
large output, and, second, on account of the very much im- 
proved load factor which can generally be obtained by cen- 
tralization. And the question which must be asked by many 
railroads is whether, on the whole, it pays to generate the power 
locally if it can be obtained on reasonable terms from a trans- 
mission system. Take, for example, the common case which 
exists in many parts of the country, namely, a large number of 
roads in contiguous territory, but serving, in the main, different 
districts. They are separate roads financially, if not physically, 
and have grown up, if the usual course of events is followed, at 
The ensemble 


from the larger viewpoint is a network of electric roads cover- 


different times and under different conditions. 


ing a large territory and supplied with power under extremely 
bad economic conditions from many small stations. Of course, 
if the roads could be merged it would not be difficult to make 
very material savings by centralizing the power supply, but it 
often happens that there are serious objections to an actual 
consolidation of the properties. Fortunately, this is not at all 
necessary to secure the object sought. 

We are suggesting only the extension to, say, the State of 
Illinois of what is done now in the City of Chicago. Usually the 
stations would be built by independent power companies, but we 
see no reason why, where there is no such company in the field, 
the managements of the roads themselves should not get to- 
gether and form a power transmission company to build power 
houses and the lines necessar_ to supply the various roads con- 


cerned, taking stock perhaps pro rata on the capitalization or on 
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the power demanded, so that all would share in whatever profits 
might accrue. This would seem to be a possible solution of the 
power difficulties in many cases where a merger would be unde- 
sirable or impossible. Or, in some cases, it might be a perfectly 
feasible matter to unite in building a transmission system and 
arrange the purchase of power from an existing central station 
or transmission plant from which better rates could be obtained 
for the power in a single block than individual companies could 
secure for themselves, owing to the certainty of a better load- 
factor. The functions of the railway power organization 
would then be reduced to upkeep of the lines and arranging an 
equitable scheme for the division and metering of the pur- 
chased current. A big central station already doing a large 
business and with complete equipment for power generation 
can, as a general rule, supply power more cheaply than indi- 
vidual railways can generate it, and it is better fitted to deal 
with the large output required for a group of railways than are 
the railways themselves, since on the whole it is easier for the 
central station with a large, profitable and established business 
Such 
form of co-operative generation or purchase of power would 


to obtain the necessary capital upon favorable terms. 


solve a good many outstanding difficulties connected with power 
supply to contiguous street railway systems. 

When one considers the possibilities involved in the electri- 
fication of large railway systems a similar procedure would 
seem sometimes desirable. The generation and distribution of 
power form no inconsiderable part of the expense of electrifi- 
cation, which is so great as very naturally to stagger many 
roads that might otherwise like to undertake it. The figures 
we recently published concerning the possible electrification of 
the roads around Boston emphasize this phase of the matter. 
The fact is that many American railways have so far strained 
their borrowing capacities that the raising of $10,000,000, $20,- 
000,000 or $40,000,000 for electrification of the service near 
termini is a very serious matter. And, upon the whole, as we 
a in discussing the Boston case, the public will not 
stand for an increase of suburban fares being charged to such 
electrification when the ordinary electric railway systems in the 
same territory are conducted at a profit on relatively much 
lower fares. 

If, however, a railway system could undertake electrification 
knowing well that it would only have to pay for the upkeep of 
certain definite equipment and for power at a predetermined 
rate, its managers would be much more favorably disposed to 
the change than when they are confronted with the, to them, 
unknown cost and complication of a great generating and trans- 
mission system. On the other hand, a power company under- 
taking this work of generating and transmission would vont Fee 
its part on known data, could estimate its costs from previous 
experience with a good deal of precision, and, with a long 
term contract for power behind it, would find it easier to raise 


capital than would the railway itself, often already overbur- 
If it were possible to go a step further 


dened with securities. 
any already exist- 


and purchase transmitted power from a comp : 
city and appropriate 


ing and merely requiring added station capa 
Centralization of 


lines, the problem would become still simpler. 
all the power supply in any given territory has so oeatid advan- 
tages that no general comment is needed on the subject. There 
is no reason why existing railways should not take full advan- 
tage of any source of power within their as . In ge 
there is every reason why they should, because it will greatiy 
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reduce power expenses and will simplify the operation espe- 
cially of electrified steam railroads since it eliminates prac- 
tically all of the special electrical problems and brings down 
the questions of operation practically to those involving trans- 


portation and traffic. problems, 


CHANGES DESIRED IN CLEVELAND ORDINANCE 


The new Cleveland ordinance appears to have flaws which 
weaken its protection of the capital investment. In the report 
published in last week’s issueof the Erecrric RatLway Jour- 
NAL President Stanley, of the Cleveland Railway, discussed the 
criticisms made by bankers that the ordinance (1) failed to pro- 
vide a sinking fund for the retirement of the valuation placed 
by Judge Tayler upon the old franchises and (2) seemed to 
permit the company to maintain newly acquired property at a 
value equal to only 70 per cent of its cost, but provided no sink- 
ing fund to take care of the 30 per cent depreciation that it was 
assumed the property would suffer. These questions arise when 
the new ordinance has been in effect for less than a year and 
hamper the company in its efforts to raise needed capital for 
additions and betterments. They exist notwithstanding the de- 
clared purpose of the ordinance to “secure to the Cleveland 
Railway Company, unimpaired, the capital value” which was 
fixed by the late Judge Tayler, of the United States Circuit 
Court of Cleveland, who acted as an arbitrator representing 
both the city and the company. } 

The remedy which is asked by the company is the right, by 
amendment of the ordinance, to maintain future additions and 
betterments at 100 per cent of their reproduction value by means 
of a reserve fund. This fund, as proposed, would provide for 
the 30 per cent depreciation which the additions and better- 
ments suffer theoretically and instantaneously because of the 
interpretation which the ordinance now permits, that the prop- 
erty shall be maintained at, and shall be worth, an average of 
70 per cent of reproduction value. 

A requirement that a standard condition of 70 per cent should 
be maintained was contained in the rejected arrangement be- 
tween the Cleveland Railway Company and the Municipal Trac- 
tion Company created by Tom L. Johnson. It was designed 
originally to safeguard the former company, the owner of the. 
property, against the possibility that the lessee company would 
allow the property to depreciate below 70 per cent of its value 
and thus render it of less value than that which it was assumed 
As the 
new ordinance superseded the old arrangement, this clause was 


would be a reasonable standard for working condition. 


continued so as to assure a fair average working condition of 
the property, but by the present legal interpretation it becomes 
a deranging query concerning capital value. 

It was generally believed that the many phases of street rail- 
way war and franchise negotiation historical in Cleveland had 
been succeeded by an ordinance under which at least the capital 
value of the property would be protected beyond question. 
Since uncertainty exists, it is fortunate, of course, that the fact 
has been made public before further and extensive investments 
in the property became irrevocable. If the inducement for in- 
vestment is to be limited to a reasonable rate of return, as is 
the intent of the Cleveland ordinance, there is no element of 
hope for speculative profit. For the absence of this element the 
city can compensate only by such measures as will safeguard 
as far as possible the principal invested. 
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ADDITIONS TO COMMERCE STREET POWER STATION, 
MILWAUKEE 


The electrical generating capacity of the Commerce Street 
power plant of the Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., is being increased by the addi- 
tion of two 14,000-kw, high-pressure turbine alternators and 
two 7500-kw, low-pressure turbine alternators, the latter 
utilizing the exhaust steam from the eight vertical cross-com- 
pound engines already installed. The new work involves the 
installation of very extensive and complete switching apparatus 
for the alternating-current section of the plant, including a 
number of interesting features embodying the most modern 
design and practice. 

DEVELOPMENT OF THE PLANT 


The construction of the original Commerce Street plant, 
with its engine-driven equipment, was commenced in 1902, at 
the time the steam turbine was first attracting the serious 
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interconnection), any unit may be operated independently of 
the other units. 

In the early part of 1904 the requirements of the system had 
become such that additional power was necessary, the in- 
creased demand being chiefly for 600-volt direct current for 
the operation of cars in the congested section of the city. 
Although the dependability of the steam turbine had by this 
time been pretty well established, this was only in connection 
with alternating-current generators. As the Commerce Street 
station was a favorable point from which to distribute direct 
current it was decided on this account to add four additional 
engine units (32 in. and 68 in. x 60 in.) of the same type as be- 
fore, driving 2000-kw, 600-volt direct-current generators. 
Simultaneously with this extension there was an increased re- 
quirement for 6o-cycle alternating current for lighting and 
power purposes. ; 

As space was available under the switchboard gallery, two 
tooo-kw vertical Curtis turbines driving 60-cycle, 2300-volt 
General Electric generators were installed. In connection with 
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attention of engineers. The plant was therefore originally de- 
signed with the idea of being only temporary to tide the sys- 
tem over such a period as might be required to determine the 
suitability from yarious points of view of the steam turbine 
for large power-plant work. Later, as the plans progressed, 
it was decided to make this plant of a substantial character, 
so that it might be permanent and be held as a reserve in 
case a large turbine plant was built which would supersede it 
for regular operation. Under these conditions four vertical, 
cross-compound Allis-Chalmers engines (28 in. and 60 in, x 48 
in.) were installed, direct-connected to 1500-kw, 13,200-volt, 
25-cycle General Electric generators. Each engine received 
steam from two Edge Moor boilers, having a combined heating 
surface of 13,000 sq. ft. . 

The plant was built on the unit plan so far as possible, each 
pair of boilers having a separate self-supporting steel sack 
and each alternator a separate turbo-driven exciter. So far a 
the piping is concerned (although headers are arranged for 


High-Pressure and Low-Pressure Vertical Turbines in 
Vertical Engine-Driven Sets 


this installation there were added eight additional Edge Moor 
boilers each with approximately 7000 sq. ft. of heating surface. 
The same unit plan of arrangement was carried out in this 
extension as in the first. Although the units in each half are 
interchangeable so far as piping is concerned, there is no 
steam connection between the two sections, so that the burst- 
ing of a pipe or any similar accident cannot affect more than 
half of the plant. The coal-handling apparatus of this plant 
consists of hand-trolleys and special dumping wagons and 
Jones underfeed stokers. 
PRESENT TURBINE ADDITION TO STATION 

Early in 1910 it was determined that further extensions 
and additions must be made, as the existing equipment was 
severely overloaded. Accordingly, an 80-ft. tract of ground 
north of the plant was acquired. Contracts have been placed 
for the building and machinery, and a large part of the build- 
ing work has now been completed. The machinery to be in- 
stalled in this extension consists of two 7500-kw, low-pres- 
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sure, 25-cycle vertical Curtis turbines and two 14,000-kw 
high-pressure, 60-cycle vertical Curtis turbines. The mantenee 
ing apparatus for these four turbines js exactly alike both for 
the 7500-kw, low-pressure machines and the 14,000-kw high- 
pressure machines, the actual amount of steam to be Panola 
in each case being approximately the same. 

These condensers will be of the Worthington base type, lo- 
cated wholly under the turbines, and cach will have 25,000 ne ft. 
of cooling surface in 1I-in. tubing. The circulating pumps, having 
4 capacity Of 30,000 gal. per mnute, will be of the 36-in. centrif- 
ugal type, each driven by a 22-in. x 24-in. 
Gordon Corliss engine. 
vacuum 


Laidlaw-Dunn- 


These engines will also drive the dry 
pumps, 31-in. X 24-in., direct-connected behind the 


steam cylinders. The wet vacuum pumps are 5-'n., two-stage 
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each having 7500 sq. ft. of heating surface. For boiler feed- 
ing an arrangement of pumps with opposed cylinders is 
planned, using pot-form pumps with compound Corliss en- 
gines in connection with Hoppes heaters. 

It will be noted that, considered on a conventional basis, the 
total capacity in kilowatts in this plant is very much in excess 
of the boiler capac’'ty. Having determined that under peak 
conditions a boiler horse-power can be produced without dif- 
ficulty on about 5 sq. ft. of heating surface without materially 
affecting the efficiency of the boilers, the company’s engineers 
have concluded that it is better to do this during the peak, 
operating all the bo'lers, excepting those withheld for clean- 
Ing or repairs, during the lighter load periods of the day, than 
to have a much larger boiler installation, as is commonly done, 
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Milwaukee Power Station—Longitudinal Section Through Station 


centrifugal pumps, and will be arranged to be driven by both 
induction motors and small steam turbines. It is the in- 
tention normally to adjust the turbine speed of these units so 
that the induction motor will be as nearly as possible in syn- 
chron’sm with the main generators, allowing the motor to 
float on the line. Should the turbine for any reason fail, the 
motor would then continue to operate the pump, or if, through 
any failure of the turbine governor, the speed should materially 
exceed normal, the motor would act as an asynchronous 
generator and tend to prevent disastrous over-speeding. In- 
dependent turbine-driven exciters will be provided, each di- 
rectly connected to its respective generator. 
BOILERS AND PIPING 

The boiler installation for this extension will consist of 

eight additional boilers, similar to the original installation, and 


operating at a ratio of 1o sq. ft. during the peak and having 
a large number of boilers banked all the rest of the day. 

Each boiler is equipped w'th a superheater built on the top 
of the boiler and in reality an integral part of the boiler. This 
superheater has 25 per cent of the total boiler heating surface, 
and is used as an economizer through which the gases pass 
after leaving the water heating surface of the boiler. At 
normal rates of operation approximately 60 deg. of super- 
heat is obtained from this source. In addition to this the 
eight new boilers which are to be installed and from which 
the high-pressure turbines will be supplied will be equipped 
w-th Foster superheaters which will deliver the steam to the 
turbines at 150 deg. above the temperature of saturation., 

It has been found by test that the various engines, non-con- 
densing, will have their maximum efficiency with a total ca- 
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Milwaukee Power Station—Plan Showing Arrangement of Oil Switches in the New Switch House 
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Milwaukee Power Station—Partial Elevation and Sections Through Switch House, Showing Bus Structure in Basement 
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pacity of about 4oco kw in excess of the rating of the gene- 
rator, and as the generators will readily operate sahone ex- 
cessive heat'ng with this additional load the total station ca- 
pacity is considered to be 63,000 kw. The real estate occupied 
by this installation is 143 ft. x 240 ft. So far as the power 
plant proper is-concerned, there is therefore 1 kw installed for 
each 0.545 sq. ft. of ground area. 

A feature of this installation which, in its construction, has 
involved much study is the low-pressure piping between the 
engines and the turbines into which they exhaust. To make 
this piping as short as possible and to avoid unnecessary bends 
it was decided to carry it overhead, and the last end of this 
pipe, next to the separator, was made 66 in. in diameter in 
order to reduce the velocity of the steam sufficiently to per- 
mit proper action on the part of the Hoppes separator, This 
separator is 10 ft. in diameter and approximately 22 ft. long. 
As the pipe referred to has a fairly rigid connection to each 
engine, the expansion must be necessarily taken up at inter- 
vals between the engines. However, as it was not considered 
safe to trust to the rigid connections as anchorages, “it be- 
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ing a ratio of 1 to 2 between taps. These compensators will 
be installed under the operating switchboard gallery in the 
generator room and directly opposite the machines they serve. 
The 7500-kw, 25-cycle generators will be equipped with banks 
of three 1250-kw compensators, the total three-phase rating of 
these groups aggregating 3750 kw, or one-half of the generator 
rating, since only half of the generator output is actually 
transformed in the compensators. The 14,000-kw, 60-cycie 
generators will be similarly served by banks of three 2333-kw 
compensators, aggregating 7000 kw in three-phase rating. The 
use of these compensators with half-potential generators 
marks the newest practice in the installation of large turbo- 
generator units, and is des:gned to suppress surges and to 
protect the armature coils of the generators against severe 
shocks or short-circuits, 

The incoming 25-cycle transmission lines from the 8000-hp 
Kilbourn water-power plant on the Wisconsin River, 120 
miles distant, pass through the Commerce Street stat‘on from 
the West Allis substation, and are handled as local station 
generating capacity in making up the busbar connections at 
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Milwaukee Power Station—Feeder Control Benchboard in the New Switch House ii 


came necessary to design a harness which would anchor the 
pipe to itself. 
GENERATING EQUIPMENT 

As has been already mentioned, the new generating equip- 
ment of the enlarged station will comprise two 14,000-kw, 60- 
cycle turbine generators and two 7500-kw, 25-cycle, low-pres- 
sure turbine machines. This apparatus will be in addition to 
the existing equipment of four engine-driven, 1500-kw, 25- 
cycle, 13,200-volt alternators, four engine-driven, 2000-kw, 600- 
volt direct-current generators and two 1000-kw, 4000-volt, 60- 
cycle turbine generators whose output is used directly for 
lighting purposes. =i 

The 60-cycle, 13,200-volt feeders will thus be supplied from 
two 14,000-kw turbine alternators, while the 25-cycle generating 
equipment of the station will comprise the four existing 1500- 
kw, engine-driven, 13,200-volt, 25-cycle alternators, together 
with the two newly installed low-pressure turbines driving 
7500-kw, 25-cycle alternators and utilizing the exhaust steam 
from the eight engines. 

GENERATOR COMPENSATORS 

The generator pressure of both the new 14,000-kw and 7500- 
kw turbine generators is 6600 volts, or one-half the bus poten- 
tial of 13,200 volts. The energy from the generators will be 
fed through compensators of the auto-transformer type, hav- 


the operating switchboard, being furnished with oil-switchk 
remote control similar to the other generator units. In the 
case of these transmission line switches this control is dupli- 
cated at the feeder switchboard in the switch house. 

The generator switchboard will be equipped with operating 
signals of the ship type, duplicate dials with pointers indi- 
cating positions labeled “Stop,” “Start,” “Field Off,” etc., being 
installed on the gallery and at the side of the turbine units 
themselves, so that close communication can be maintained with 
the generator floor. The geenrators will also be equipped with 
totalizing watt-hour meters, while indicating wattmeters show- 
ing the load on each machine are to be installed near the steam 
gages for the engineer’s reference. 

SWITCH HOUSE 

The electrical switching of the enlarged and reconstructed 
Commerce Street stat‘on will be divided between the overhead 
“operating” switchboard in the generator room itself and the 
dispatching or feeder benchboard in a new switch house erected 
just across Poplar Street from the power house. All opera- 
tions pertaining to the actual manipulation of the machines 
themselves, including the connection of incoming generators 
to the busbars, will be controlled from the generator switch- 
board; while the switching of the 10 group and 4o feeder 
circuits will be handled from the feeder benchboard at one 
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end of the special structure in which the group and feeder oil- 
switches are to be housed. 

The switch house is a 117-ft. x 40-ft. brick structure, of ona 
story and basement, and is about 60 ft. distant from the main 
power house. The engraving on page 204 shows the arrange- 
ment of the generator, group and feeder oil switches and the 
control switchboard, on the main switch floor level, while the 
basement contains the busbar compartments, lightning arresters, 
instrument transformers, etc. 

The control benchboard in the switch house, locally desig- 
nated as the “feeder benchboard,”’ will comprise two five-panel 
sections, arranged in the arc of a circle. The left-hand section 
will control the 20 25-cycle feeders’ and the right-hand sec- 
tion the same number of 60-cycle feeder switches. On the 
vertical boards behind the benches will be mounted the instru- 
ments, etc. The arrangement of the switch contacts on the 
panels of the benchboard follows that of the oil switches 
themselves in the switch house. 

The duplicate 60-cycle and 25-cycle generator buses are sec- 
tionalized at points of symmetry of connected apparatus, the 
main buses being broken by, remote-controlled tie switches, 
while the auxiliary buses are equipped with simple disconnect- 
ing blades only. The tie switches will be operable from both 
the feeder benchboard and the operating switchboard in the 
power house, indicating lamps at both points showing the posi- 
tion of the switches. Each half of the 25-cycle buses will be 
arranged to be connected to two 1500-kw engine-dr-ven alter- 
nators, two 7500-kw turbine-generators and one Kilbourn line, 
the corresponding switches being grouped symmetrically about 
the sectionalizing switches. These generator switches will he 
controlled entirely from the generator switchboard in the power 
house, indicator lamps showing the position of the switches at 
the feeder board. The Kilbourn or West Allis substation lines, 
however, will also have control points located on the feeder 
benchboard, so that they can be handled from either board. 

The group switches, each controlling four feeder circuits, 
will be ranged in a row parallel with the generator switches 
and, like the four feeder switches under each of them, wll be 
all controlled from the feeder switchboard. The feeder switches 
will be installed in parallel rows at right angles to the gene- 
trator and group switches and directly over the group buses, at 
the end of each of which aluminum-cell lightning arresters will 
be connected. Ample room has been left in the busbar com- 
partments, so that instrument transformers can be connected 
on any feeder to register the energy taken by ‘t. At the con- 
trol benchboard name plates will be attached to the group- 
switch contacts, showing the destination of the feeders con- 
mected under each group. The oil switches in the switchhouse 
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Fig. 2—Standard Concrete Beam 


will be inclosed in clear wire-glass doors, so that an unob- 
structed view of the operating parts and through successive 
rows of ‘switch inclosures will be possible, 
OTHER PLANTS OF MILWAUKEE SYSTEM 
The new reconstructed Commerce Street plant of the Mil- 
waukee Electric Railway & Light Company will serve the com- 
bined electric railway and central station load of the city in 
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conjunction with the other steam plants of the company at 
Oneida Street and in the Public Service Building. The Oneida 
station contains two 1050-kw, 600-volt engine-driven direct- 
current generators; one 1050-kw, 250-volt generator, and four 
400-kw, 125-volt generators, besides two 1500-kw, 25-cycle, 250- 
volt motor generator sets, one 500-kw balancer set and a 1500- 
amp-hour, 250-volt storage battery. In the Public Service 
Building, which contains the company’s offices, are three 1500- 
kw, 2300-4000-volt, 60-cycle, non-condensing, high-pressure 
steam turbines, exhausting into the steam heating system, from 
which the central section of the city is supplied with heat, and 
two 1500-kw motor generator sets similar to those in the Oneida 
station. The Milwaukee system also receives about 8000 kw 
from the Kilbourn water power plant. The company has also 
recently completed the construction of’ its Clinton Street sub- 
station on the south side of Milwaukee, which will contain 
four 2000-kw, 25-cycle, 600-volt rotary converters, three of 
which are being installed at once. This station has also been 
designed as a switching point for lighting service. 

John J. Beggs is president and general manager of the Mil- 
waukee Electric Railway & Light Company. C. J. Davidson is 
chief engineer of power plants, and O. M. Rau is electrical 
engineer. 
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SPECIAL TRACK CONSTRUCTION IN MOBILE, ALA. 


In carrying out some track work during the year 1908 the 
Mobile Light & Railroad Company devised-a special construc- 
tion for Dauphin Street, which has a clay subsoil. This street 
contains a great many water, sewer and gas pipes, a very large 
storm sewer and telephone conduits, all of which had to be 
lowered on account of the new grade, so that the street was 
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Fig. 1—Cross-Section of Mobile Track, Showing Old Rails 
Used for Ties 


badly cut up with deep ditches which ran both parallel to and 
across the tracks of the street railway. The city does not take 
proper care of the back-filling, which naturally causes the 
earth to settle and so entails considerable trouble and expense 
in the maintenance of the track structure. It was, therefore, 
decided to put in an extraordinarily good track, the concrete 
work of which would form an arch capable of holding up the 
track even though the filling in the ditches underneath should 
settle. 

The engraving (Fig. 


1) shows a cross-section of this work. 
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Construction in Mobile, Ala. 


Rails of Lorain section No. 89-319 are laid on ties which con- 
sist of old 45-lb. T-rails, spaced 5 ft. centers, with tie rods 7 
ft. centers. In order to secure a suitable fastening between the 
ties and the rails, there was developed the two-piece base and 
tie clamp shown in the illustration. The two halves of the 


clamp are connected by two 7-in. bolts, the whole constituting 
a very firm attachment. 


Fepruary 18, rgrt.] 


The construction, as shown in the engraving (Fig. 2), is 
that used On streets with sand foundation, and consists of 
longitudinal reinforced concrete beams varying in depth and 
width according to whether the construction is under con- 
tinuous rail, under a joint or opposite a joint as shown in the 
drawings. The 7-in. x 8-in. x 8-ft. creosoted ties are laid at 
intervals of 4 ft. The paving construction required by the 
city is light, and consists of 4-in. concrete, a I-in. sand cushion 
and 3-in. creosoted wood blocks. Although Fig, 2 shows a 
7-in. rail, the company has adopted the 9-in. Lorain section No. 
89-319 as a standard on paved streets, preferring to have the 
base of the rail more thoroughly embedded in concrete than 
is possible with a 7-in. section. 


’ 


Pe — oe 
NEW OFFICE AND SUBSTATION BUILDING OF KANSAS 
CITY COMPANY 


The Metropolitan Street Railway and the Kansas City Elec- 
tric Light companies are just rearranging their offices in their 
greatly enlarged building. A view of this building taken while 
decorated for a carnival is reproduced on page 208. The front 
portion of the building is the older part. Some time ago this 
section was found inadequate for accommodating the entire ex- 
“cutive and office forces of all departments so that it became 
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floor of the new section will be occupied by the testing depart- 
ment and by the lighting department; the second office floor 
will be occupied by the operating division of the lighting de- 
partment; the third floor by the operating and executive de- 
partments of the railway, and the top floor by the claim and 
legal departments. ve 

The new section of the building is slightly larger than the 
old. It has a floor space 112 ft. x 86 ft. and each floor is sub- 
divided according to the needs of the department which will 
occupy it. A vault has been built to the full height of the 
building and is accessible from each floor. The new structure 
is made of brick and was built by day labor under the super- 
vision of the engineering department of the railway and light 
company. 

Each floor is so subdivided that a row of offices will extend 
around the outer walls and a large open space be provided im 
the center of the floor for the clerical assistants. This center 
space will be lighted by a light shaft extending from the first 
floor to the roof. The shaft is 36 ft. 10 in. long x ro ft. 8 in. 
wide and is glazed for the full height of each floor with wire 
glass set in steel frames. The bottom of the air and light shaft 
inclosure is at an elevation just above the substation ceiling,. 
or approximately that of the first office floor. This floor is 
directly above the roof of the former substation building now 
inclosed by the new addition to the offices. The roof remains 
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First Flocr Plan of Walnut Street Substation, Metropolitan Street Railway, Kansas City, Mo. | 


necessary to quarter the claim department in another building. 
The sew section shown in the rear of the view has just been 
completed and was so designed in connection with the older 
part, which has been rearranged, that modern quarters would 
be furnished to all departments. The new addition to the office 
building was erected over a large railway and lighting substa- 
tion, the operation of which was not interrupted during con- 
struction work. This substation is described further on 
The older portion of the office building is four stories in 
height, and the new portion has four office floors and a substa- 
tion floor equal in height to two office floors. The first office 


as it formerly was, except for the opéning cut through into 
the bottom of the airshaft. This opening now is protected by 
steel doors so arranged that in event of fire they may be 
dropped and any water coming down through’ the airshaft will 
drain onto the old substation roof, which is’of fireproof con- 
struction. Thus the substation is entirely separated from the 
office building by a fireproof structure inclosed within the office 
structure. : 
SUBSTATION ENLARGEMENT | 

The accompanying floor plan shows the arrangement of the 

railway and lighting substation apparatus as now installed in 
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the enlarged substation contained within the new section of the 
office building. The railway apparatus includes three 1000-kw, 
one 2000-kw and one 1500-kw rotary converter. The lighting 
circuits are supplied from two 1500-kw rotary converters and 
one 750-kw motor-generator set. These units are supplemented 
by a battery of 150 cells of chloride accumulators of 3000 
amp-hours capacity, which is used principally in connection 
with the Edison circuits. Two 150-light arc generators are 
driven by a 200-kw motor. A 500-kw, 500-volt motor-driven 
generator has been installed to feed into a downtown power 
circuit. The motor of this set is a 6600-volt induction machine 
which during the daytime takes current from the substation 
transmission bus fed from the company’s main generating sta- 
tron. 

In addition to its main generating station, the company op- 
erates a smaller station close to the center of the commercial 
district, in which steam is generated at 160 lb. pressure and re- 
duced to 5 lb. for distribution in heating mains. The high-pres- 
sure steam is used also to generate current for power circuits 
and for an Edison circuit load. At night, when the load on the 
500-volt power circuit falls off, the 500-kw motor generator 
set connected with it in the substation automatically takes power 
through the tie line to the steam-heating station and operates 
as a 6600-volt motor generator delivering current to the light- 
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NEW SNOW PLOW BUILT BY CHICAGO & MILWAUKEE 
ELECTRIC RAILROAD 


The Chicago & Milwaukee Electric Railroad during the. 
blizzard of Feb. 5 and 6 had an opportunity to demonstrate 
the serviceability of a large snow plow built during the past 
season at the company’s shops in Highwood, III. This road 
operates high-speed trains, making the run of 74 smiles between 
Evanston and Milwaukee in 2 hours and 15 minutes, and in 
addition has a service of local and suburban trains operating 
during a part of the day on 15-minute headway. E. E. Downs, 
general manager Chicago & Milwaukee Electric Railroad, states 
that the new plow, shown in the accompanying illustration, 
did very efficient work in removing drifts, some of which were 
higher than the plow itself. During the recent blizzard the road 
was enabled to keep its’ service operating with no trains more 
than 20 minutes off schedule at any time. Mr. Downs attrib- 
uted this entirely to the use of the new plow and the Root 
track scrapers with which many of the interurban cars are 
equipped. 

The new snow plow is mounted cn a standard freight car 
carried on M. C. B. trucks. The length of the equipment over 
all. is 38 ft. 9 in. and the width of the nose is 8 ft. 8 in. The 


Combined Office and Substation in Kansas City, Mo. 


ing company’s 6600-volt buses. By this arrangement the fullest 
advantage is realized from the steam at the heating plant. 
With the addition of the new apparatus to the substation and 
the erection of office floors above the substation, the power 
department has rearranged the incoming and outgoing lines 
and placed them all underground. 


ns Oe 
PERFORMANCE OF AUTOMATIC BLOCK SIGNALS IN 
HUDSON TUNNELS 


A remarkable record of signal operations was made by the 
Hudson & Manhattan Railroad during the month of January, 
19tt. Out of a total of 8,916,157 movements of signals, auto- 
matic stops and interlocked switches there were only four 
failures, involving a total of seven minutes of train detention. 
The four failures occurred with the automatic signals, which 
made 5,515,441 movements. No failures were recorded against 
the automatic stops, which made 2,821,443 movements, or 
against the interlocked switches, which made 579,273 move- 
ments. The causes of the four signal failures were track 
fuse blown, dirt in magnet valve, track circuit broken and 
relay stuck. This fine record not only speaks well for the 
signal apparatus installed, but particularly for the care and 
thoroughness with which it is maintained by the railro 
pany’s signal department. 


ad com- 


Snow Plow Built by Chicago & Milwaukee Electric Railroad 


plow is made of sheet steel 34 in. and 1% in. thick and is carried 
on an extension of the car framing. The shape of the nose is 
arranged for double-track work so that the nose lifts and 
shears the snow to the right-hand side of the track. A set of 
heavy Root track scrapers is mounted under the middle of the 
car body which carries the plow, and these scrapers effectively 
clean the rails after the large mass of snow has been removed 
by the plow. 

In fighting snow this plow is pushed by one or more of the 
company’s sloping cab-type, 38-ton, all-steel electric locomotives. 
The plow is weighted with 18 tons of rail running the full length 
of the platform. Two supply boxes are carried on the rear of 
the platform, which has a heavy matched oak floor and is also 
surmounted by a cab ro ft. x ro ft. in size. In the two boxes. 
at the rear of the car platform are supplies of salt and sand 
which are led to the rails by independent spouts from each box. 
This provides a good rail for the locomotive which pushes the 
snow plow. The substantial design of the new snow-fighting 
equipment is shown in the accompanying illustration. This 
equipment represents the combined ideas of the heads of the 
operating department of the road. 
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Trial runs have been begun on the electrified Dessau-Bitter- 
feld line in Germany. Speeds as high ‘as 62 m.p.h. have been 
attained with 350-ton trains. 


“ent 
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IMPROVEMENTS IN SAVANNAH, GA. 


The Savannah (Ga.) Electric Company, which is under the 
general management of the Stone & Webster Management As- 
sociation, Boston, and the local management of M. L. Sperry, 
has been making a number of important improvements during 
the past year in the track and power departments. A larg’e part 
of the reconstruction of track is due to the increase in paved 
streets in Savannah. At this time the company operates about 
57 miles of track, which include 21 miles of suburban lines, the 
general construction of which will remain as at the present 

time. By the end of 1010 
about 25 miles of the 36 
miles of city track had been 
relaid in paved streets. The 
old tracks were T-rails 
weighing from 40 lb. to 50 
lb.a yard. These have been 
replaced by a 7-in. 70-lb. T- 
rail which is laid with Con- 
tinuous rail joints and No. 
0000 compressed bonds on 
7-in. x g-in. x 8-ft. black- 
cypress ties. These black- 
cypress ties are excellent 
for the sandy soil of Savan- 
nah. They are laid directly 
on the ground, The asphalt 
or brick paving is laid after 
the substructure has been 
flooded and hardened by a 
7-ton roller. Concrete is 

Monthly Summary of Car used only under special 

Neteris work, but in some cases 

cinders have been used for 

the same purpose where concrete could not be placed on ac- 
count of the impracticability of diverting the cars during 
reconstruction. Although some of the streets are paved with 


SUMMARY OF CaR DEFECTS 
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I have investigated this report and find that 
the following facts relating thereto exist. 


And in conclusion I believe .... 


... to blame for the oecurrence 


and recommend 


Conductor... "Master Mechanic. 
pf 7), a, Srey nC Approved .ecccecvsnrsvennseserse coynsimninescesanneensarinments 


Cura this report over to Car Bars Foreman before going of duty 
"= USE THIS SIDE ONLY. 


Front and Back of Defect Card 


Asst. Manager. 


block, there is considerable asphalt paving. As a rule granite 


headers are used in the asphalt paving. 

As a result of modernizing the power plant 
the company is saving about 15 per cent in fuel. The former 
grade of coal had too much sulphur and clinker. The present 
fuel is a high-grade Pocahontas and is bought on a b.t.u. basis. 
In the summer of 1909 the company installed one 1000-kw, 
1800-r.p.m. turbine, a Worthington surface condenser and a 


during 1910 
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50-kw Westinghouse exciter, direct-connected to a Terry 
steam turbine. The principal railway unit is a 800-kw genera- 
tor connected to a Cooper-Corliss engine. When the load 
drops off this machine is shut down and the load is carried 
by one or two 300-kw, 500-volt generators. The 1000-kw tur- 
bine previously referred to was bought under the following 
steam consumption guarantee, assuming 180 lb. steam pres- 
sure and 28 in. vacuum at the turbine exhaust nozzle: Full 
load, 18 lb.; 25 per cent overload, 17.80 lb.; 50 per cent over- 
load, 18 lb. The total capacity of the Savannah plant now com- 
prises 2207 hp in boilers, 2920 hp in engines and 2250 hp in 
turbines. The turbines handle all a.c. lighting and power cir- 
cuits. The dic. lighting is cared for by one 300-kw 3-wire 
generator and four 3-wire generators which are direct-con- 
nected, two per engine, to a pair of Harrisburg engines. The 
total capacity of the four generators is 400 kw. . 
Shop maintenance records in Savannah are kept on stand- 
ard forms, devised by the Stone & Webster Management As- 
sociation, of Boston. Among these forms are car inspection 


| Monthly. 
| Special. 


LUBRICATION 
Motor axle bearings—old types 
a ms a —new types 
Armature bearings—old types 
i “old style, new types 
new types 


“ “ 


INSPECTIONS 

Inspect'on of brakes & shoe renewals. . 
Sweeping and dusting 
Tightening loose bolts and nuts 
Bells, signs, glass, etc 


MOTORS’ 
Brushes and holders 
Blow out motor cases with air 
Clearance—old types 
‘ —new types 
Motor end pla 
COMPLETE O 


CONTROLLERS, TYPE K 
Regular inspection—cleaning & adjust.. 
Blow out with air 


COMPRESSOR 
Regular inspection and oiling....... 
Test for air leakage 
Brush holder and end of commuta- 
tor wiped off 
Thorough overhauling 


JOURNAL BEARINGS 
Inspected, oiled and packed 
See if bearing is clear at edges. 
Covers on journal boxes 


GEARS AND PINIONS 
Inspected and lubricated............. 
TROLLEY WHEELS 


50000 


Clean and adjust aftereachstorm..... 
CIRCUIT BREAKERS 
Clean and adjust 
CAR WASHING 
RESISTANCES 
Clean, if exposed 
PAINT 
Touching up and varnishing 
BRAKE CYLINDERS 
Piston travel (not over 5 in.).......... 


COMPLETE GENERAL INSPECTION. 


NOTE:—Figures indicate inspection periods on a mileage basis, which 
basis is recommended particularly for general inspection and overhauling. 


Car Inspection Mileage Chart 


charts, which indicate when motors, controllers, compressors, 
bearings, gears, trolley bases and other parts. should be in- 
spected; defect cards which are turned in by the car crews, 
and a summary of car defects, including pull-ins, made. up 
monthly by the master mechanic, .All of these forms are 
shown in the accompanying cuts. 

All motors, even the GE-800’s, are lubricated with oily waste, 
at a cost of about 14 cents per 1000 car-miles. The oil is 
bought direct from the Standard Oil Company. Gears and 
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pinions are lubricated with West Virginia black oil, purchased 
from the same company. The substitution of oil for grease 
in motor lubrication cut the cost of babbitt in half. The 
standard babbitt metal for armature bearings is Adamant, 
furnished by the Magnolia Metal Company. This has a life 
of about 35,000 miles. The standard carbon brush in Savan- 
nah is the National Carbon Company’s Partridge type. This 
brush is giving an average life of about 6073 miles and is 
applied at a tension of 6 lb. per square inch. The standard 
brake shoe is the American Brake Shoe & Foundry Company’s 
design M-s12. This shoe is applicable to all the heads used 
in Savannah on Peckham, Brill and Du Pont trucks. The 
average life of the shoe is 3015 miles. New shoes weigh 35 
Ib. and discarded shoes about to |b. 

o-D-0.—— 


REPORT OF THE NEW YORK PUBLIC SERVICE COM- 
MISSION, SECOND DISTRICT 


The fourth annual report of the New York Public Service 
Commission, Second District, for the year ended Dec. 31, 1910, 
shows that at the close of the year there were 944 corporations, 
municipalities and individuals engaged in serving the public 
in some capacity, or incorporated for the purpose of rendering 
such service, that by operation of law placed them under the 
supervision of this commission. The street railroad corpora- 
tions were as follows: Operating, 79; inchoate or dormant, 
33; lessor, 17; total, 129. 

The amounts actually expended by this commission since its 
organization, July 1, 1907, to the close of the State fiscal year, 
Sept. 30, 1910, are as follows: July 1, 1907, to Sept. 30, 1908, 
$307,734; Oct. 1, 1908, to Sept. 30, 1909, $276,575; Oct. I, 1900, 
to Sept. 30, 1910 $295,443. The foregoing do not include the 
State’s expense in grade crossing eliminations ordered by the 
commission. For the fiscal year commencing Oct. 1, 1910, there 
was appropriated for the general expenses of the commission 
$372,830. The estimate which was submitted by the commis- 
sion for its expenses for the fiscal year commencing Oct. 1, 
IQIT, was $303,537. 

ANNUAL REPORTS 

Regarding the work of the division of statistics and accounts 
the report says in part: 

“The division has undertaken to examine carefully each re- 
port filed with the commission. Where discrepancies or inac- 
curacies are discovered the corporation is asked to correct them. 
After two years’ experience it may be said that the efforts of 
the division are met by most of the corporations with which it 
has to deal in a spirit of courtesy and co-operation. The re- 
ports filed by a few indicate, however, that there is either an 
intent to evade the accounting rules or that there is a lack of 
knowledge as to their requirements. With the limited force at 
its command the division has not been able to extend to the 
small corporations the assistance in arriving at a correct un- 
derstanding that it would like to extend, but improvement in 
this direction is hoped for as a future possibility. 

“The division has been somewhat hampered in its work 
through its inability to retain for any considerable period of 
time the services of many of the employees who have been en- 
gaged for its work. 

“During the earlier days of the commission, and until the 
corporations had been given sufficient time in which to fa- 
miliarize themselves with the more extended form of reports 
prescribed by the commission, it has been deemed unwise to at- 
tempt to enforce compliance with the law by bringing suits for 
penalties. It is now believed that the time for such leniency 
has passed. The forms of annual reports have become sub- 
stantially settled, corporations have had sufficient time in which 
to install the uniform system of accounts prescribed, have 
learned how to make the reports properly, and there is no 
longer any reason why they should not obey literally, except in 


isolated cases, the requirements of the law with reference to’ 


the time of filing the report. The work of the commission is 
hindered and embarrassed by the delay, which it is believed 
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arises in most cases from mere inattention and neglect. The 
policy of the commission hereafter will be to exact the penalty 
prescribed by law in cases of disobedience.” 

TARIFFS 

On Nov. 30, :910, there were in force for electric street and 
interurban railways 218 freight tariffs and 166 passenger tariffs. 
In the year ended on that date the electric railroads showed 
an increase of 36 freight and 8 passenger tariffs. 

Of the orders granted which involved reduction in rates 10 
related to freight traffic of electric street and interurban rail- 
roads and 22 to passenger traffic of such roads. 

On the subject of tariffs of street and interurban railroads 
the report says: “No material changes were made in fares ap- 
plying to local one-way travel. It is noticeable, however, that 
interurban lines are more generally establishing fares apply- 
ing to round-trip, 60-trip and school commutation travel. Many 
companies have provided such fares for such classes of travel 
during the year. Fares applying to the sale of interline tickets 
for through travel have also been provided by several of the 
larger interurban lines. Several of thes®€ companies have made 
extensions to their lines, and in all cases fares to cover travel to 
and from points reached by such extensions have been estab- 
lished. 

“The managements of electric street and interurban proper- 
ties have given much time and consideration to the subject of 
uniformity in certain of their rules and regulations relating to 
passenger travel, with a view of making them conform more 
closely, in order that they may thereby serve the public with 
greater convenience. A committee appointed by the Street 
Railway Association of the State of New York has the subject 
under consideration and has held several meetings, at all of 
which meetings the chief of the division of tariffs of the com- 
mission was present. This committee recently submitted a 
progress report to the association, which was approved, and 
the committee was instructed to continue its work, all of which 
tends toward the ultimate establishment of joint tariffs to 
cover through travel over such lines.” 

Regarding the freight trafic of street and interurban rail- 
roads the report says that generally the companies that engage 
in the transportation of property conduct the business upon a 
plan which is a combination of methods used by both express 
and steam railroad companies. During the year 89 schedules 
relating to transportation of property were filed. The percen- 
tage which the number of reduction changes bears to the total 
number of changes made was found to be approximately 71 
per cent. 

STREET RAILROAD INSPECTION 

A section relating to street railroad inspection gives a list 
of roads inspected during the year. On Aug. 20, 1910, an as- 
sistant inspector of street railroads was appointed. This addi- 
tion will permit attention to a number of important matters af- 
fecting service furnished by street railroad companies. During 
the calendar year 32 accidents and 31 complaints were investi- 
gated. The report adds: 

“On the roads inspected during the year and by observation 
of physical conditions on others, it was found that the track, 
roadbed and structures of the electric roads in this Public 
Service district are generally maintained in a proper condition 
for safe operation. All the companies operating the interurban 
roads have been liberal in their maintenance expenditures dur- 
ing the past year; a large number of tie renewals have been 
made; a large amount of ballast has been put in; cuts have 
been sloped and ditched; shoulders have been widened on fills ; 
in a number of cases right of way has been cleared of trees 
and brush which obstructed vision; and in nearly all cases a 
sufficient track force is maintained. 

“A large proportion of the above improvements have been 
made in compliance with recommendations of this commission 
based on previous inspections. 

“That the high-speed interurban roads are maintained in good 
operating condition is shown by the fact that during the past 
year very few, if any, accidents have occurred on them which 
were directly attributable to defective track or roadbed. 
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‘ “There were no failures of structures of any kind on any 
of the roads, city or interurban, during the year. 

“Generally, cars are maintained in good condition. During 
the past two years there has been a decided improvement in the 
maintenance of cars, especially in appearance and cleanliness. 
That this 1s Ina measure due to inspection and investigation of 
complaints there can be no doubt. 

“Several of the companies have increased their repair shop 
facilities. 

ps use of air brakes On city cars is being extended. 

. number of additional pay-as-you-enter cars have been 
put in service during the year. These cars generally seem to 
receive public approval. 

“During the year there were 1306 accidents on street surface 
railroads, including city and interurban roads: 1070 were of 
a minor character, such as persons falling from cars, vehicles 
‘being struck by cars, etc., on city lines; 29 were head-on colli- 
sions; 104 were rear-end collisions; 90 were derailments: rie 
occurred at grade crossings of steam railroads. Of the above 
accidents, the following occurred on interurban roads: 3 head- 
on collisions; 9 rear-end collisions; 21 derailments: 1 at grade 
crossing of steam railroad. None of the derailments on in- 
terurban roads was caused by defective track or broken rails: 
13 of the derailments on these roads were caused by running 
through switches, nearly all at meeting points where cars were 
running at slow speed; 8 were the result of brake beams and 
other parts of the equipment dropping, and other causes. 

“There were 122 persons killed and 1521 injured during the 
year as the result of the operation of electric cars on city and 
interurban roads. Of these, 13 passengers were killed and 726 
injured, 11 employees killed and 97 injured, 98 trespassers killed 
and 608 injured. 

“During the year there were no passengers or employees 
killed on interurban cars, and 97 were injured. Of these. 1c 
were injured in head-on collisions, 50 in rear-end collisions, 
35 in derailments, and 2 were injured at grade crossings of 
steam railroads. 

“The above statements of accidents are based on the reports 
received from operating companies. These include persons who 
received slight injury, such as being cut by broken glass, 
bruises, sprains, and shock, which in a measure accounts for 
the large number of passengers injured. 

“Trespassers killed and injured include persons struck by 
ears while walking or riding on city streets. 

“The above figures are of interest, as the small number of 
accidents and their results show the high state of efficiency of 
maintenance and operation on the interurban railroads in this 
State. They also demonstrate by the large number of accidents 
and the number of persons killed and injured on city railroads 
that improvement in this direction should be made on these 
roads. 

“The importance of the high-speed interurban railroad as a 
factor in the transportation facilities of this State has increased 
from year to year. At present there are several of this class 
of roads which on private right-of-way sections equal the speed 
of the fastest steam railroad trains. These roads are competing 
for the passenger traffic with the steam railroads and are secur- 
ing a large portion of it. 

“As an illustration of the density of some of this traffic, the 
Syracuse, Lake Shore & Northern Railway during the last State 
Fair carried between the fair grounds and the City of Syracuse 
jn six days a total of 54,000 passengers, and a maximum of 
13,000 in one day. ; 

“On July 1, 1910, exclusive of electrified portions of the 
New York Central & Hudson River Railroad and the New 
York, New Haven & Hartford Railroad, there were 2709.57 
miles of single track operated by electricity in this Public 
Service district, and 4118 cars in use. 

“A number of serious collisions have occurred on interurban 
electric railroads outside this State. The volume of traffic, the 
speed and frequency of movements on the railroads in this dis- 
trict are equal to those of any other section of the country. The 
number of serious accidents on this class of railroads in this 
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district has been comparatively few. The managers of these 
railroads are to be congratulated upon this fact. 

“This comparative record is neither the result of good for- 
tune ner chance but has been produced by the closest attention 
to all sf the details of track and equipment maintenance; by 
the care taken to insure the employment of competent and re- 


_liable motormen and conductors; by improved methods of op- 


eration, including rules, train dispatching, and proper schedules. 
The high state of efficiency maintained on these railroads was 
brought about by the united efforts of the operating officials 
and the suggestions and recommendations of this commission.” 


UNIFORM ACCOUNTS 

Regarding uniform systems of accounts’ the report says in 
part: 

“The Public Service Commission was fortunate when it en- 
tered upon the discharge of its duties with respect to account- 
ing in that it was able to profit largely by what had already, 
been done in the field of accounting under the supervision of 
governmental authority. The public service statute of this State, 
however, contemplates a supervision of greater scope than has 
heretofore been delegated in this country to any similar body,’ 
and has within it purposes not generally provided for else- 
where. The commission therefore had in mind for an ideal ac- 
counting system one that would not only afford publicity and 
enable a correct analysis for statistical purposes, but would, in 
addition, conserve the public interest by preventing as far as 
possible those ills arising out of the inflation of capital which 
distort the relation of investment and earnings, and that stock 
jobbing the success of which is based largely upon the ability 
to manipulate a corporation’s accounts. 

“Systems of accounts designed to cover the operations of 
the corporations then under its supervision were adopted in 
roo8. After two years’ trial it is believed that in themselves 
they meet the purposes for which they were made. That the 
subject is one of general interest is evidenced by the fact that 
the systems promulgated by this commission have been sought 
by public authorities, managers of corporations, accountants, 
and students in many parts of the United States, and in some 
instances by public authorities and others in foreign countries. 

“A brief outline of some of the general purposes held in 
view in preparing these schemes of accounts may be stated as 
follows: 

“1. The cost of the property of the corporations must he 
neither overstated nor understated. When property forming 
a part of the corporation’s fixed capital or investment is ac- 
quired, it is to be charged to the capital accounts at its actual 
money cost, and when any of it is abandoned or otherwise re- 
tired from service the original cost must be credited to those 
accounts. The inflation of property accounts to meet bonus 
stock issues or discounts on securities, or for any other pur- 
pose, is not permitted. 

“9. The accounts should reflect the sources and true amount 
of all income accruing to the corporations, showing the amount 
in such detail as will enable a comparison of the relative values 
of the different operations conducted. 

“3. The expense of conducting the business should be classi- 
fied according to the definitions established, and a clear line 
should be drawn between the operating expenses and capital 
expenditures. 

“4. The revenues of each period should carry their own bur- 
den of expenses, and no more. This burden includes not only 
the cost of conducting the operations and keeping the property 
in repair, but in addition a proper charge for capital (property) 
consumed during that period, whether it is wholly or partially 
consumed. Where capital is partially consumed and its re- 
placement is deferred through choice or necessity until a later 
period, the revenue should, nevertheless, suffer a reduction 
equivalent to the value of the capital that is actually consumed 
during that period. 

“Of interest, as bearing directly upon the first proposition 
that the cost of property must be stated at its actual cost in 
cash, is the provision for discount suffered on securities sold 
and expenses connected with their issuance and sale. The rule 
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adopted requires that these items shall be provided for out of 
the income or the surplus of the corporation. That a thing 
costs whatever is promised to be paid at some future date is 
held by many and particularly by those whose interests lie in 
that direction. Others, less numerous, perhaps, maintain that 
it is right not only to measure the cost of corporate property 
by that standard, but to add to the cost thus stated the par 
value of certain securities which represent wholly or in part 
the beneficial interest derived through the hoped for division 
of expected earnings. 

“Such charges as discount, commissions and other expenses 
incident to securing the investment of borrowed capital are rec- 
ognized as necessary in the promotion and enlargement of cer- 
tain enterprises; but when necessary they should, like interest, 
be provided for out of income, and like interest charges they 
should also be reasonable in amount. 

“The rule established requires, among other things, that 
the depreciation in plant and equipment due to wear and tear, 
inadequacy, and obsolescence shall be included in operating ex- 
penses. While the greatest practical economy in operation is 
or should be held constantly in mind as worthy of encourage- 
ment, too frequently a reduction in expenses which is accepted 
in its full measure as representing economies effected means, 
in a large degree, a mere postponement of necessary expendi- 
tures for repairs and replacements. When for any reason it is 
desired to make a good showing for any period, or when a divi- 
dend is at stake, there is an incentive to pass over to the future 
burdens that the present should bear. Under this rule, how- 
ever, each year is charged with its own expenses. 

“Rates of depreciation must necessarily be based largely 
upon estimates, and the estimates in turn should be grounded 
upon past experience and the business policy of the corpora- 
tion. Whether it is better to drive a machine to its fullest 
capacity and discard it when it reaches a certain stage of de- 
terioration, or to prolong its life by prompt repairs and good 
care, is a matter of policy. The character and demand of the 
service to which a piece of property is devoted affect its life 
and vary with individual needs, climate, etc., but are factors 
that must be taken into account in arriving at a rate that is to 
be approximately correct. Manifestly, the determination of 
the rates of depreciation can best be done by those who have 
the shaping of the policy and a knowledge of the experience and 
purposes of the corporation; and for the present responsibility 
for making such rates has been left to the corporations them- 
selves. 
sion has, however, so far, not been altogether satisfactory. 
While almost every one is willing to admit that all things 
human are perishable, that many of man’s productions deteri- 
orate very rapidly, and that inadequacy and ‘obsolescence are 
constant sources of loss through the rapid advances in our in- 
dustrial activities, it is surprising to find that many of the man- 
agers of those industries contend that there is no depreciation 
beyond what is covered by repairs, and in fixing upon a rate 
of depreciation as they are required to do, establish one that 
is only nominal. That it should be necessary to insist upon 
the creation of reserves which are for the sole benefit of the 
corporation and its owners does not appear to be reasonable, but 
one must take into account that a fixed depreciation rate has a 
tendency to restrict the power of its managers to make a con- 
cetn appear more or less prosperous than it is in actual fact. 
Unless corporations shall more actively interest themselves in 
this very necessary matter, and more efficaciously carry out 
the spirit of the accounting rule in this behalf, it may become 
necessary for the commission further to exercise its power. 

“The demand for uniform accounting has come in no small 
part from investors. Their interest is secondary only to the 
larger public interest. Those who advance money to a corpora- 
tion upon its promise to pay, the security holders, have a right 
to know that the corporation has the ability not only to earn 
the interest agreed upon, but that it is able to and does main- 
tain in good condition the property upon which the security 
rests. If dividends are paid without provision for ‘wear and 


tear, inadequacy, and obsolescence, the property installed by 
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stockholders’ contributions and borrowed money is being re- 
turned to them, and when replacements or renewals become 
necessary the corporation finds itself obliged either to secure 
new loans or to increase its revenues.” 

PROBLEMS IN CAPITALIZATION : 

The report alludes to some of the more important questions 
which have engaged the attention of the commission during 
the year as follows: 

“1. Capitalization of replacements: The practice of capital- 
izing replacements has been severely condemned by the commis- 
sion in several written opinions. The effort to procure such 
capitalization continues somewhat, however, and it is made a 
point of jealous care by the commission that no such capitaliza- 
tion shall be authorized by it. 

“2 Excessive proportion of bond issues to stock issues: 
There is a very strong tendency upon the part of corporations 
to make the proportion of bond issues to stock issues excessive. 
As is well known to all who have investigated the subject. 
such tendency is exceedingly dangerous and should be re- 
pressed wherever and whenever possible. It is not possible for 
the commission in all cases to obtain what it conceives to be 
the proper results in this class of cases. 

“3. Capitalization of non-revenue-producing expenditures: 
There is a strong tendency on the part of many corporations to 
capitalize every possible expenditure. Experience confirms the 
theory that such a tendency should be checked and repressed 
wherever possible. The whole subject deserves careful treat- 
ment at the hands of the commission, whieh it hopes to be 
able to give in due course. 

“4. Schemes to capitalize intangibles: Some corporations 
have submitted to the commission specious theories of capital- 
ization of intangibles. Many intangibles are properly capital- 
izable. It is difficult to determine in many cases just where the 
line should be drawn between the intangibles which are capital- 
izable and those which are not. Great difficulty has been ex- 
perienced in several cases in drawing the line of demarcation. 
“s. Fixing values on reorganization: Some extraordinarily 
difficult questions have arisen as to the value of property upon 
the reorganization of bankrupt corporations. These questions 
have received very full and careful consideration. 

“6. Reimbursement of the treasury: The Legislature of 
1910 amended the Public Service Commissions law in such a 
manner as to admit of reimbursement of the treasury of a cor- 
poration for expenditures made for capital purposes paid for 
from income. These amendments are proper and were recom- 
mended by the commission. A greater degree of flexibility in 
financial operations has thereby been established, and so far 
no evil results have been noted in the practical working of these 
amendments. So far as has been observed the one thing 
which requires constant attention is the disposition in obtain- 
ing such reimbursements to endeavor to capitalize matters 
which under good practice should be paid for out of income.” 

Of the applications for the issue of securities which have 
been passed upon by the commission since July 1, 1907, the fol- 
lowing relate to electric railroads: 1907, six months, bonds, 
ete., $100,000; 1908, stock, $14,230,200, and bonds $1,365,000 ; 
1909, stock, $4,154,000, and bonds, $4,950,360; 1910, stock, $2,- 
677,700, and bonds, $8,737,434. 


DIVIDEND-PAYING AND NON-DIVIDEND-PAYING SECURITIES 

A table showing the amount of stock on which dividends 
are paid and the amount on which no returns are made gives 
the following information regarding electric roads, based on 
the reports for the fiscal year ended June 30, IQIO: 


Combined Elec. 
Railroads and 
Electrical or 
Gas Corp’ns. 


ee 5 TATIONS « siwile ve vie wiaitiws ely 66 7 
Number paying no dividend on common stock... 5 5 


n n 54 
Amount of common stock paying no dividends. .$37,915,985 $3,150,000 
I 


Electric 
Railroads, 


Amount of pfd. stock paying no dividends 8 

\ . stock paying no dividends...... 125,0 

Total number paying no dividends } Nee i mene. 
Number Hee dividends on common stock.... T2 I 
Amount of common stock paving dividends... .$61 5 
espe paying dividends on pfd. stock.... i aie ee 
Amount of nid. stock paying dividends......°. 2,37 

Total number wihe2sd72 ste ay 


paying dividends..........-..0.. 14 2 
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RECENT PROGRESS IN CAR PAINTING 


BY F. A. ELMQUIST, SHERWIN-WILLIAMS COMPANY 


The essential problem of the car maintenance department is 
to keep the rolling stock in operating condition, but this 
does not imply that the durability and appearance of the car 
bodies should be neglected. It is not always appreciated that 
a car which is kept in proper painting trim. has two positive 
advantages: First, it favorably advertises the company and 
so attracts business; second, it possesses the maximum durabil- 
ity which means ultimate economy. Perhaps one of the great 
deterrents to painting cars at more frequent intervals is the 
loss of service on account of their long Stay in the shop. In 
discussing painting problems in general, it may, therefore, be 
of interest to begin with the subject of painting schedules, 

PAINTING SCHEDULES 

At present two systems of painting schedules are in ex- 
tensive use, one-of which is a fourteen-day, nine-coat process 
and the other a nine-day, six-coat process. The longer schedule 
is favored for new cars on account of the greater porosity of 
rew wood. It is a standard rubbing system in which block 
pumice stone and water are used. 
detail in Table I. 


This schedule is shown in 


TABLE I.—14-DAY, 9-COAT SYSTEM FOR THE EXTERIOR FINISH 
OF ELECTRIC CARS 
First day—Prime. 
Second day—Putty. 
Third day—First coat car surfacer. 
Fourth day—Second coat car surfacer. 
Fifth day—Third coat car surfacer. 
Sixth day—Rub (block pumice stone and water). 
Seventh day—First coat color. 
Eighth day—Second coat color. 
Ninth day—Letter and decorate. 
Tenth day—One coat of durable railway rubbing varnish. 
Eleventh day—Let stand. 
Twelfth day—First coat durable railway finishing varnish. 
Thirteenth day—Let stand. 
Fourteenth day—Second coat durable railway finishing varnish. 


The large steam railroads have universally discontinued the 
use of rubbing varnish on the outside of the car, as have also 
a large number of electric lines. In some cases this is re- 
placed by an extra coat of finishing varnish. This substitution 
would not change the time of the schedule given in Table I. 
A good many railways now, while requiring three coats of 
varnish on new equipment, give but two coats in the repair 
shop when the car is first refinished. Experience seems to 
commend this practice. 

The nine-day process shown in detail in Table II is a six- 
coat system which has been adopted by several important 
electric railways. 


TABLE II.—9-DAY, 6COAT SYSTEM FOR THE EXTERIOR FIN- 
ISHING OF ELECTRIC CARS 


First day—Prime. 

Secord day—Putty. nae : 

Third day—One coat body leveling (knifed). 

Fourth day—Sand and first coat body color. 

Fifth day—Second coat body color. 

Sixth day—Stripe and number, ? ts : 
Seventh day—First coat durable railway finishing varnish. 
Eighth day—tLet stand. : nate : 
Ninth day—Second coat durable railway finishing varnish. 


In this process the body leveling can also be used as a brush 
coat by thinning with turpentine to a brushing consistency, 
when a brush coat is preferred to the knifing coat. 

Where speed is required it. is possible in a well-ventilated 
shop to stripe and letter on the afternoon of the fifth day; to 
give the first coat of varnish on the morning of the sixth day 
and the second coat of varnish on the afternoon of the seventh 
day. This gives the same advantage in time that is obtained 
by some of the quick systems that have attracted some atten- 
tion. While this practice may be safe in the majority of cases 
it nevertheless seems certain that it involves an element of risk 
which is not warranted except where the need to get the car 
in service again immediately is imperative. ad 

There is probably but I:ttle difference in durability between 
the long and short systems given in Tables I and II. What 
difference there would be would theoretically be in favor of 
the system outlined in Table I. This opinion is probably con- 
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firmed by the fact that it represents almost the universal prac- 
tice among the steam railroads and, to a large extent, among 
the electric railways. The system given in Table I will un- 
doubtedly produce a better finish. On the other hand, the sys- 
tem given in Table II has the advantage of costing less for ma- 
terial and labor. 

These two painting schedules also apply to steel cars, but in 
rubbing steel to a surface the users should avoid water and 
pumice stone. The best method is to employ a mixture of raw 
linseed oil and benzine and to do the rubbing with emery cloth. 
While this may not give so smooth a surface as water and 
pumice stone, no possible chance of starting corrosion can 
arise on account of rubbing through to the iron, which is un- 
avoidable, and having water get around the rivets and open 
joints. 

Some railroads are using the Enamelastic system shown 
in Table III on their steel cars. After the surfacing is done 
there is applied a first and second coat of Enamelastic finish 
with two coats of varnish. This gives better results than 
where a flat color is used, for in rubbing a steel car to a sur- 
face the men invariably rub through to the steel, more so than 
on wooden cars. By using the Enamelastic there is attained a 
much better adhesion to the metal where rubbed through than 
is possible with a flat color. The steam railways can use this 
method to better advantage than electric railways because they 
have less decoration and use dark colors. On the whole, this 
system gives better results on steel than the flat color system 
wherever it is practicable to use it. It is the best available 
standard for the durable painting of steel cars. This process 
requires 11 days, as is shown in Table III. 


TABLE Tl,—11-DAY, 7-COAT ENAMELASTIC, SYSTEM FOR 
STEEL CARS 


First day—One coat steel primer. 

Second day—Putty. 

Third day—One coat surfacer. 

Fourth day—Coat body leveling (knifed). 

on day—Sand (using two-thirds oil, one-third benzine and emery 
cloth). 

Sixth day—First coat No. 1 Enamelastic. 

Seventh day—Second coat No. 2 Enamelastic. 

Eighth day—Letter and decorate. 

Ninth day—First coat durable railway finishing varnish, 

Tenth day—Let stand. 

Eleventh day—Second coat durable railway finishing varnish. 


This is cheaper than the 14-day, 9-coat method both in 
labor and material. With regard to the table, it may be 
added that in some cases the second coat of finishing varnish 
is not used, but the best results are obtained by applying the 
same, for thereby the cars can be kept in service for four 
months longer. The body-leveling coat should be knifed on 
letter boards, posts, belt rail and all panel work, but thinned 
to a brushing consistency with turpentine and brushed on all 
other work. 

CHOICE OF COLORS 

The most durable and economical colors for car painting, 
especially where re-shopping of cars is concerned, are the dark 
shades, such as Pullman, permanent Tuscan red, greens, and 
all solid opaque shades. With these shades, when a car is 
re-shopped, it is easy to cut in between the stripes where the 
panels are very much damaged or color-faded. This opera- 
tion is almost impossible with the lighter shades because they 
are manufactured of a very heavy pigment and must be used 
heavy, and then will not cover with one coat. In late years it 
has been the practice of the railroads not to touch up a car 
when it is re-shopped, but to cut it in all over between the 
striping and lettering. Work done in this way makes the car 
look as if it were newly finished. There is no question, how- 
ever, that electric cars painted with light colors look better for 
a longer time because the dulling of the varnish on a light 
color is not so apparent as on a dark color. The dark colors 
are best for electric cars, and look the richest only when a 
high varnish gloss is maintained and where revarnishing is 
properly kept up. 

THE USE OF ENAMELS 

There has been a great deal of talk about using enamels on 
electric cars, but I do not believe that this is practicable for 
the following reasons: First, the varnish color will not hold 
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its shade as well as a color which is applied flat. (This ap- 
plies mostly to light colors.) Second, the use of light enamel 
colors involves extra cost, as it is necessary to apply one or 
two coats of flat color first to get the necessary covering quali- 
ties. When cars are re-shopped it is impossible to touch up 
or cut in with a varnish color. It has been the practice of 
some steam railroads to use enamels, and this is satisfactory 
in their case because steam cars usually have little decoration 
and their body colors are dark. Hence, when the cars are 
brought in for an overhauling they need simply to cut in or 
give one coat of enamel all over and revarnish. It follows 
from this that street railways should not use varnish colors 
unless they dispense with exterior decorations and light body 
colors. 
MAINTENANCE OF WOODEN AND STEEL CARS 


Daily washing with water can never hurt a car, even if it is 
customary to bring it in for a regular cleaning as often as 
every two weeks. The advantage of daily washing with water 
is that it immediately removes mud and dust, which may con- 
tain ammonia and other elements injurious to paint and 
varnish. With regard to the general cleaning of cars, there 
is no objection to using an oil car cleaner if the right men 
handle it. In most cases, however, the men employed for this 
work do not understand that the varnish will take up all the 
cleaner necessary for the good of the varnish and that all 
surplus cleaner must be thoroughly wiped off. If this is not 
done, dust and dirt will be caught and held in the cleaner, 
thereby injuring the varnish and giving the car a mottled, 
soiled appearance. Where an intelligent class of men are not 
employed to scrub cars it is preferable to use an oil soap 


TABLE IV.—DETAIL WEIGHT OF MATERIALS REQUIRED TO 
PAINT A VESTIBULE CLOSED CAR WITH 30-FT. BODY. 


@CaTpenteree Le Oller cm lea mere mvereielerctehste el eisiorersy siveVehelsceletoietereeasistararaiete 20 |b. 
Pain tingo alle trartidio sets iebecsceerheve aaterue ayant etertel ctl aterenste eee tersten reise 25 |b. 
(GENE oi lin mgs Ook Te BOO R eaEE Main ote BNO MOR OO ie Co miaaer Sa) 9 ase 
Garwisuriacers Aisin Bisa etsrneiere A ib aeeESt UD 
Jeti No bated co OOOO Oe upto 5 lb. 
Body color (light colors) 20 |b. 
Varnish (exterior) 22 |b. 
Roofse palit a eiienteevee 55: Ib. 
Hiab egoe inal tegaasi orieins oie oo Li EO rOPA PODS Ho cach ake Dictone ee ioc On ai te 10 lb. 
Blackaetoiset corn vy Oulcnnrsyecsteysre everalel sae evele coavaucirersivrstalehe wkeheacvonetetevalabeiis 8 Ib. 
Sundries forest pestands GecorabiOnsmesimer rire teiere eicier eater secielc 2 |b. 
Gelinowepaintees rreirtee eietaaviciess w Garclelsinveroucam’ aiite eictereroteracnie mare terete 25 lb. 
WA criS Hem TIGETO TM eyeing eeeen acnetucwe thes rearetehace text owancacrcustorsiereustansr a ene 15 lb. 
MOOT Mand eplatLoum COlOL ar tercele wiarehos siete thy obi ec e%eseharecegeuele see (leary ean ve 25 Ib. 
Billenpand se tainairseset, 2 tratrsisicclese ckelciecle tol datelateie tevale preterevarenrekelarsare cle 1o lb. 

264 Ib 


which will not destroy paint and varnish. It is an axiom that 
any material that will eat dirt and grease without the use of 
elbow grease will eat off paint and varnish also. 

With regard to the general re-shopping periods of cars, it is 
advisable that a new car should not be allowed to run over 12 
months before returning to the paint shop. 
shopping, it may be kept out for longer intervals, say 16 
months. It is understood, of course, that such a car must be 
painted and repainted with a first-class system and best ma- 
terial throughout. 

Some electric railways appear to be much concerned about 
possible painting troubles with steel cars. The experience of 
steam railroads, however, shows that the painting of such cars 
can be maintained for about the same cost as wooden cars. 
Neither the steam railroads nor such pioneer users of electric 
steel cars as the Interborough Rapid Transit Company, New 
York, have had any special difficulties with the painting of 
them. Experience with steel cars to date has proved that if 
they are finished with first-class material under favorable con- 
ditions there is no reason why the results should not be as 
satisfactory as on wooden cars. The painting of steel passen- 
ger cars really is a comparatively simple problem when one 
considers how successful has been the painting of locomotive 
tenders which operate in a smoke-laden atmosphere. 

WEIGHT OF PAINT ON CARS 

There is an impression quite current among railway men 
that paint adds a considerable item to the weight of a car. 
Thus an editorial entitled “Weight of Car Paint and Varnish” 
in the Evectrrc Ramway Journat of Sept. 17, 1910, stated 
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that a certain double-truck closed car with prepayment plat- 
forms required nearly 600 Ib. of finishing surface. It is dith- 
cult to understand just why so much paint was required in 
this case. In my experience, 225 lb. to 300 Ib. is ample for 
a vestibule closed car with 30-ft. body. In general, 250 Ib. is 
all that can be used with the best results on new cars. It 
would be impossible to paint a new car well with much less, 
and it would be useless to employ more. Less than 100 lb. of 
painting materials usually is enough for cars which are re- 
shoped. 

The accompanying Table IV gives an idea of the weight of 
the different materials required for the painting of 30-ft. 
closed cars. 

In this case, the amount will vary between 225 lb. and 300 
lb. The difference in weights is due to the fact that light 
colors weigh more than dark, and it also depends upon whether 
or not the ceiling is painted. It will be observed from the 
above table that even the carpenter’s or joiner’s lead has been 
included so that it cannot be said that any legitimate weights 
have been overlooked. 
od 


IMPROVEMENTS OF THE NORTHERN OHIO TRACTION & 
LIGHT COMPANY 


Important improvements are planned by the Northern Ohio 
Traction & Light Company, Akron, Ohio. They include a large 
new power house, a car house and shops, and the construction of 
additional single and double track on private right-of-way. 

The company owns a tract of 178 acres at Akron on which 
there is an amusement resort called the Gorge Park, and the 
power house will be built at this point. A subsidiary com- 
pany, the Northern Ohio Power Company, has been organized 
to conduct the work of construction, and William Ellsworth 
Davis, consulting engineer, Cleveland, has been engaged as 
engineer in charge. It is expected that the plans will be com- 
pleted within a few weeks. The Cuyahoga River flows 
through the gorge and a 50-ft. dam will be built to form a 
reservoir for water-power purposes. There will be a head of 
105 ft. ‘and provision will be made for 2000 kw of hydroelectric 
capacity. The power house will also be equipped with a steam 
turbine of 10,000 kw capacity and boilers of 7500 hp capacity. 
Preparations will be made for the addition of another 10,000-kw 
turbine later. The company is now operating three power 
houses on the northern division, which extends from Akron to 
Cleveland, and these will be abandoned when the new develop- 
ment is completed. Power for the Canton-Akron line, as well 
as the northern division, will be generated at the new power 
house. Substations equipped with 750-kw rotary converters will 
be built at Bedford, Town Line, Akron and Barberton. The 
Kent-Ravenna division will be operated by a storage battery 
plant. 

For the proposed new car house and shops the company has 
purchased a tract of land in the southern part of Akron. 
Modern shops will be constructed and storage capacity provided 
for about 100 cars. The plans for this development will follow 
somewhat those of the new car house and shops at Syracuse 
(N. Y.) of the Oneida Railway, which were described in the 
ELecrric RatLway JourNnat of Nov. 6, 1900. 

The company expects to complete the double track on the 
division between Cleveland and Akron. Of the total: distance 
of 36 miles between these two cities, about 16 miles will be 
double-tracked and this will complete the work. In this work 
80-lb. rails will be substituted for 56-lb. rails, and the entire line 
will then have 70-Ib. and 8o-Ib. rail. The track between Akron 
and Canton will be straightened and nine curves will be elimi- 
nated. About 8 miles of the 21 miles of road between Akron 
and Canton are now on private right-of-way and the elimina- 
tion of the curves will add about 2 miles to the portion built on 
private right-of-way. 

The foregoing information has been received from Charles 
Currie, second vice-president and general manager, Northern 
Ohio Traction & Light Company. 
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SPECIALIZING ELECTRIC HEATER MAINTENANCE 
BROOKLYN Car 


pares yre- 

The mechanical department of the Brooklyn Rapid Tra!ng 
System inaugurated this winter the specialized maintenancele!; 
electric heaters. Formerly the regular maintenance force \all. 
employed for this work, but it was found that some of ;by 
men did not have enough knowledge of the construction alin 
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Coils of the Consolidated 217 R J and Gold Two-Coi 
Column Heaters : 
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the circuit arrangements of the heaters to do the most effective! 
work. This practice has been changed by employing three 
heater experts, two for the surface division and one for the! 
elevated division. These men go from depot to depot in turn’ 
unt:l all of the heaters on the system have been examined and: 
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put into first-class condition. In order to make accurate in- 
vestigations the men are provided with a low-reading ammeter 
and a voltmeter. The ammeter is used to check up the cur- 
rent consumption at the different switching points. If the 
current consumption varies widely from the standard the coils 
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and their connections are examined. The voltmeter is used to 
get the drop of potential across the heaters and to ground ; 
also to trace the connections when determining if wrong coils 
are in the heater or if right coils are misplaced. The heater 
specialists are furnished with a descriptive schedule of the vari- 
ous types of heaters on the system with accompanying wiring 


CONSOLIDATION OF ILLINOIS AND CENTRAL ELECTRIC 
RAILWAY ASSOCIATIONS DISCUSSED 


A meeting was held in Chicago on Feb. 11 at which repre- 
sentatives of the Central Electric Railway Association, the 
Central Electric Traffic Association and the Illinois Electric 
Railway Association were present to discuss the advisability of 
consolidating the organizations of the two adjacent territories. 
At an earlier meeting of the Illinois association H. J. Vance, 
general superintendent Chicago, Ottawa & Peoria Railway, and 
B. E. Merwin, general superintendent Aurora, Elgin & Chicago 
Railroad, were appointed to meet the representatives of the Cen- 
tral Electric associations and report on the advisability of con- 
solidation. At the conference on Feb, 11 the Central Eletcric 
Railway Association and the Central Electric Traffic Associa- 
tion were represented by E. B. Peck, president, J. H. Crall, 
F. D. Norviel, F. I. Hardy and C. C. Collins. 

The representatives of the Central Electric associations 
brought with them data regarding the work of the traffic asso- 
ciation, sample tariffs, maps, etc., to show how well conducted 
have been the affairs of this association and how great assist- 
ance the organization has been to its member roads. The IIli- 
nois men took notes on the points presented and, it was under- 
stood, will present a written report to their association at its 
meeting in Chicago on Feb. 17. 
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AUTOMATIC RATCHET-TYPE SLACK ADJUSTER 


A. R. Duffy & Company, Manhattan, Kan., have recently 
brought out a slack adjuster in which a ratchet construction 
equalizes the brake-shoe wear and regulates the brake piston 
ttravel. The construction and application of this adjuster is 
berea-».in the accompanvine cut, The lower mechanism be- 
heater in service. Two sample groups are reproduced in the 
accompanying illustrations. A bound set of these photographs 
is furnished to each shop and storeroom. The photographs 
were made direct from disassembled heaters in the shops of the 
Brooklyn Rapid Transit System. 

-<@-e—__—_ 


LOCOMOTIVE SMOKE IN CHICAGO 


On Feb. 15 Paul P. Bird, smoke inspector of the City of Chi- 
cago, presented before the Western Society of Engineers a 
paper entitled “Locomotive Smoke in Chicago.” The study, 
made with a view to determining the relative density of smoke 
in the territory adjacent to various steam railroads, Mr. Bird 
said “indicates very strongly that electrification offers the only 
final and satisfactory solution of the locomotive smoke prob- 
lem. The use of special fuel for preventing smoke from - 
steam locomotives is only a makeshift and will not satisfy the 
public.’ Mr. Bird’s paper first called attention to the low grade 
of bituminous coal used by the railroads and manufacturing 
plants in and about Chicago. It is often stated by railroad 
officials that the railroads make a very small proportion of the 
total smoke and that from the standpoint of smoke prevention 
the electrification of railway terminals is unwarranted. Mr. 
3ird’s paper described the investigations made by the Depart- 
ment of Smoke Inspection of the City of Chicago to determine 
the proportion of total smoke made by the railroads. The re- 
sults of this study may be summarized as follows: 

(1) Although the locomotives in the city use only 18.5 per 
cent of the total coal, they make 43 per cent of the total smoke 
and over one-half of the total dirt. 

(2) The locomotives consume within the city limits 5600 tons 
of soft coal daily. 

(3) According to the Ringlemann system of judging the 
density or blackness of smoke, the average density of locomo- 
tive smoke in Chicago is 23 per cent. 

(4) The lowest average density of smoke produced by any 
one road is about 10 per cent. This figure probably represents 
as low an average as can be maintained with steam locomotives 
using soft coal. 
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its shade ‘as well as a color which is applied flat. (This ap- 
plies mostly to light colors.) Second, the use of light enamel 
colors involves extra cost, as it is necessary to apply one or 
two coats of flat color first to get the necessary covering quali- 
ties. When cars are re-shopped it is impossible to touch up 
or cut in with a varnish color. It has been the practice of 
some steam railroads to use enamels, and this is satisfactory 
in their case because steam cars usually have little decoration 
and their body colors are dark. Hence, when the cars are 
brought in for an overhauling they need simply to cut in or 
give one coat of enamel all over and revarnish. It follows 
from this that street railways should not use varnish colors 
unless they dispense with exterior decorations and light body 
colors. 


MAINTENANCE OF WOODEN AND STEEL CARS 


Daily washing with water can never hurt a car, even if it is 
customary to bring it in for a regular cleaning as often as 
every two weeks. The advantage of daily washing with water 
is that it immediately removes mud and dust, which may con- 
tain ammonia and other elements injurious to paint and 
varnish. With regard to the general cleaning of cars, there 
is no objection to using an oil car cleaner if the right men 
handle it. In most cases, however, the men employed for this 
work do not understand that the varnish will take up all the 
cleaner necessary for the good of the varnish and that all 
surplus cleaner must be thoroughly wiped off. If this is not 
done, dust and dirt will be caught and held in the cleaner, 
thereby injuring the varnish and giving the car a mottled, 
soiled appearance. Where an intelligent class of men are not 
employed to scrub cars it is preferable to use an oil soap 


TABLE IV.—DETAIL WEIGHT OF MATERIALS REQUIRED TO 
PAINT A VESTIBULE CLOSED CAR WITH 30-FT. BODY. 
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A COMPANY PUBLICATION IN SHEBOYGAN 


The Sheboygan Railway & Electric Company has commenced 
the publication of a small company pamphlet entitled “Sparks 
from the Wire.” Jis purpose is clearly set forth in the saluta- 
tory story on the first page, which, somewhat abbreviated, fol- 
lows: 

“The Sheboygan Railway & Electric Company has for a long 
time wished for some medium whereby it could communicate 
with its customers and friends, as well as its near-friends, in 
some direct manner, without doing so through the ordinary 
mediums of communication. The publication of a company 
magazine, or what is generally known as a ‘house-organ,’ is the 
best way of accomplishing this purpose, but, unfortunately, it 
is a very expensive plan. Nevertheless, the company has de- 
cided to risk the expense, and if there is not talent enough in 
the company to make this publication readable and interesting 
to our customers then it deserves to die a natural death, and 
the sooner we know it the better. There is no one individual 
who is the sole editor of the paper. It is contributed to by the 
entire staff of the company, and it is intended for reading by 
the company’s employees as well as by the public generally. 

“We hope to be able to say a great many things which we 
cannot say either in the advertising columns or news columns 
of the ordinary newspapers. This is not any fault of our 
friends the editors of the various newspapers, but is due to 
causes entirely beyond their control. They have their own inter- 
ests to serve and they cannot blow anybody’s horn overly much, 
and particularly not that of any corporation. We pay our com- 
pliments to these editors and hope to keep on the friendliest 
footing with all of them. ' 

“Oh, yes, we will not deny it—occasionally we shall have 
something to say about politics and politicians, and we hope 
that mostly it will be pleasant reading—for them. The company 
has no quarrel with the city administration as such; we respect 
most of these officials very highly. It so happens that at this 
time we have a mayor who does not like the street railway 
management, but that does not worry us any more than would 
the bite of a hungry fly at the end of the fly season. If the 
mayor chooses to use lawless threats and grand-stand methods, 
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form) not resent it—for we all, corporations and politicians, get 
cult ife from the public and it has been our experience that the 
this c as a whole can be trusted to do right. If we are wrong, 
a vesxpect to be punished, and deserve to be. If the mayor is 
all fg, he ‘will get his good and plenty’ whenever the public 
woues up. So we are serene and smiling and without a care 
andit politics and politicians. We wish them all a happy new 
pairr. ' 
shoTo our customers and friends we extend the greetings of the 
Json with our compliments and thanks for their favors. We 
thoemise to do all we can to promote their interests and those 
clothe city and county of Sheboygan. We bow and say ‘How 
. you do?’ to all and hope the answer will be as one man, 
Ibleased to meet you.’” 
coln addition, the first issue contains articles on “That Inter- 
otban Schedule,” “Accidents,” and “Fixed Charges Explained.” 
alhe latter article describes the method followed by the com- 
inny in charging for light and power. 
h —_—__—_-o--e-_____ 


IMPROVING RESISTANCES IN BROOKLYN 


I The Brooklyn Rapid Transit System is working toward the 
limination of old-type grid resistances with the object of stand- 
rdizing the installations on 272 single truck cars of open and 
losed types, 507 double truck closed cars, 750 double truck 

Tpen cars, and 563 double truck semi-convertible cars. This 

Nst embraces more than one-half the surface rolling stock in 

aervice. The new equipments are of the Westinghouse three- 
ioint suspension type. The old resistances had 60 grids, but 

tlthough the new ones have only 48 their total capacity is 
kreater. The resistance steps have been so arranged that the 


RESISTANCE STEPS FOR DOUBLE TRUCK CARS WITH TWO 
MOTORS, K-11 CQNTROLLERS AND THREE-POINT 
SUSPENSION RESISTANCE, 


Point. Connection, Ohms. 
1 Rr to Rs 4.416 
2 R2 to Rs 2.40 
3 R3 to Rs 1.i2 
4 R4 to Rs5 48 
5 Full Series All out 
6 Rz2 te Rs 2.40 
7 R3 to Rs 1.12 
8 R4 to Rs .48 
9 Full Multiple All out 
WESTINGHOUSE THREE-POINT SUSPENSION RESISTANCE 


GRIDS USED ON DOUBLE TRUCK CAR WITH TWO 
MOTORS AND K-r1r CONTROLLERS. 


No. Pattern No. Resistance Total Resist- In Circuit 
From. of Grids. of Grids. Each, Ohms, ance, Ohms. on Points. 
Rr to R2 16 N-3210 .126 2.016 1 
Ra to R3 16 '-3353 .o8 1.28 1-2-6 
R3 to R4 8 N-3353 .08 64 1-2-3-6-7 
Rq4 to Rs 8 N-3354 06 06 1-2-3-4-6-7-8 
4.416 


current on the first notch will be low enough to avoid jerky 
starts. In series running the maximum current will be ob- 
tained on the third point, and in parallel running on the last 


- point, notching at the rate of one second per point. The accom- 


panying tables show the resistance steps for double truck cars 
with two motors, K-11 controllers and three-point suspension 
resistances, the total amount of resistance in circuits at various 
points and other data. 

The new installations are being made on a renewal basis only. 
The old resistances removed are being used for the maintenance 
of other cars which are still equipped with the old types. 
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TROLLEY-ADJUSTING DEVICE 


A simple device used by the Chicago City Railway Company 
for obtaining uniform tension between the trolley wheels and 
wires consists of two wooden rods with a spring balance hooked 
between them. On the end of the upper rod is a hcok which 
is inserted in the trolley harp. Another hook on the lower 
rod fits the end of the car hood, and thus the device serves to 
hold the trolley wheel at the regular operating height. It is 
the practice to keep the trolley base spring so adjusted that 
the wheel bears against the wire at a pressure of 22 Ib. When 
using this simple device the workman can stay on the car 
and observe the tension while he adjusts the springs. 
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NEW OFFICERS FOR THE ST. LOUIS CAR COMPANY 


A special meeting of the stockholders of the St Louis Car 
Company was held Jan. 31, at which all of the stock was repre- 
sented and a new board of directors was elected, consisting 
of John I. Beggs, Capt. Robert McCulloch, E. B. Meissner, 
Richard McCulloch, George J. Kobusch and W. S. McCall. 
These directors were elected in pursuance of an agreement by 
which Mr. Beggs and others consented to purchase a certain 
amount of preferred stock of the company at par and the com- 
mercial creditors of the company agreed to take in payment for 
their claims preferred stock at par. In accordance with this 
arrangement it is understood that Mr. Beggs individually has 
purchased from the company for cash 7500 shares of the com- 
pany’s preferred stock at par, amounting to $750,000, and that 
others associated with him have purchased preferred stock to 
the extent of about $300,000. Mr. Beggs is also understood to 
be a large holder of the common stock of the company. 

About $600,000 was required to liquidate the indebtedness of 
the company not provided for by the issue of preferred stock to 
the creditors, so that the company now has about $450,000 actual 
cash in its treasury as a nucleus of a working capital. This 
places the company on a substantial financial basis. As soon 
as the floating and commercial indebtedness of the company 
has been paid off, which will be done as rapidly as possible, the 
company will have no indebtedness except an outstanding bond 
issue of $1,000,000 in 6 per cent bonds and a small land purchase 
mortgage of $46,000 on its automobile plant. The amount of 
outstanding 7 per cent cumulative preferred stock will then be 
$1,600,000. 

At the meeting of the board of directors held after the stock- 
holders’ meeting, Mr. Beggs was elected president and general 
manager of the company, and he will have general charge of its 
affairs, financial, administrative and operative. George J. 
Kobusch was elected chairman of the board of directors and 
will give his attention principally to the sales department of 
the company. J. M. Taylor, formerly assistant secretary and 
treasurer of the company; was elected secretary and treasurer. 
The office of vice-president was not filled. E. B. Meissner was 
appointed assistant to the president. 

Every effort will be made under the new management to place 
the plants of the St. Louis Car Company abreast of the best in 
the country, and it is expected that owing to the acquaintance of 
those in charge of its affairs with the requirements of electric 
railway companies the company will be able to supply equipment 
equal to that of any other company and fully up to all guaran- 
tees which are made in its behalf. The company has a large and 
well-equipped car building plant which in 1907 turned out 
$6,000,000 worth of work. In addition it owns the factory for- 
merly belonging to the Laclede Car Company and also has a very 
finely equipped factory for building automobiles. The machin- 
ery in this factory is understood to be worth approximately 
$500,000. It is the intention of the company to put this automo- 
bile plant in operation as promptly as possible, as the “Standard 
Six,” the name of the automobile manufactured by the com- 
pany, is a well-known and widely used type of machine. In 
addition to building this automobile it is the company’s inten- 
tion to develop and build a complete line of commercial auto- 
mobile trucks. 

At the present time the company is working in its car fac- 
tory upon 100 large pay-as-you-enter city cars, semi-steel con- 
struction, 51 ft. over all in length, for the Milwaukee Electric 
Railway & Light Company. It is also completing 100 cars for 
the Los Angeles Company and is under contract to build 100 
additional cars for the Los Angeles company similar to those 
now going through the shops. It also has other contracts on its 
books, but is in position to fill orders promptly. 
oS 

The Chilean government commission appointed about a year 
ago to study the question of electrifying the government rail- 
way between Valparaiso and Santiago has made a favorable 
report on the project and the matter is now before Congress 


for its approval. 
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CONSOLIDATION OF ILLINOIS AND CENTRAL ELECTRIC 
RAILWAY ASSOCIATIONS DISCUSSED 


A meeting was held in Chicago on Feb. 1r at which repre- 
sentatives of the Central Electric Railway Association, the 
Central Electric Traffic Association and the Illinois Electric 
Railway Association were present to discuss the advisability of 
consolidating the organizations of the two adjacent territories. 
At an earlier meeting of the Illinois association H. J. Vance, 
general superintendent Chicago, Ottawa & Peoria Railway, and 
B. E. Merwin, general superintendent Aurora, Elgin & Chicago 
Railroad, were appointed to meet the representatives of the Cen- 
tral Electric associations and report on the advisability of con- 
solidation. At the conference on Feb, 11 the Central Eletcric 
Railway Association and the Central Electric Traffic Associa- 
tion were represented by E. B. Peck, president, J. H. Crall, 
F, D. Norviel, F. I. Hardy and C. C. Collins. 

The representatives of the Central Electric associations 
brought with them data regarding the work of the traffic asso- 
ciation, sample tariffs, maps, etc., to show how well conducted 
have been the affairs of this association and how great assist- 
ance the organization has been to its member roads. The Illi- 
nois men took notes on the points presented and, it was under- 
stood, will present a written report to their association at its 
meeting in Chicago on Feb. 17. 


ee ee ee 
AUTOMATIC RATCHET-TYPE SLACK ADJUSTER 


A. R. Duffy & Company, Manhattan, Kan., have recently 
brought out a slack adjuster in which a ratchet construction 
equalizes the brake-shoe wear and regulates the brake piston 
travel. The construction and application of this adjuster is 
shown in the accompanying cut. The lower mechanism be- 
tween the live and dead levers comprises the slack adjuster; 
the upper mechanism comprises the retainer. Both parts ate 


Ratchet-Type Brake Slack Adjuster 


connected by a yoke which slides freely on the upper rod but 
is rigidly fastened by a friction clamp to the lower adjuster 
rods. 

The mechanism of each ratchet embraces a pawl; a toothed 
piston rod which engages with the pawl; a slotted eye to limit 
the movement of the shoes, and the housings to protect the 
parts from mud and dust. In addition the toothed rod of the 
retainer is connected to a coil spring. The retainer rod also 
carries a chain which limits the back-throw of the live lever 
and prevents one ratchet from taking up any slack greater than 
the movement of the other ratchet. This chain is attached to 
the clamped spring-stop on the retainer piston rod and to a 
hook on the yoke connecting the upper and lower rods. 

The pawl of the adjuster mechanism is controlled by a flat 
spring which can be released by an upper eye bolt. The rods 
for releasing, for changing the brake shoes, etc., are run from 
this eye bolt. 

The release of the brakes and the movement of the ratchets 
occur through the operation of the outer spring on the retainer 
rod. The tension of this spring is adjusted by moving the 
yoke or the spring clamp along the rod. The yoke can be 


‘ 
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eliminated by attaching the same spring to the junction of the 
live lever and the main brake rod. 
This outfit is installed by cutting out of the lower brake rod 
a piece equal to the length of the ratchet. If it be assumed 
in practice that the brake is very slack, the setting up of the 
brakes will cause the retainer rod to be pushed inward from 
the brake beams. Then, when the brakes are released, the eye 
slot permits the brake shoes to fall away from the tread of 
the wheels for a slight distance. The outer spring on the re- 
tainer rod will then pull the brake lever back. It will also 
pull the retainer in the same direction at the same time, thereby 
pushing the slack adjuster in the opposite direction and so 
taking up the slack. When inside brake rigging is used the 
ratchet works in the opposite direction. 
Se cee SG 


AMPERE-HOUR METER FOR CHECKING CAR OPERATION 


The use of some form of meter to check the operating char- 
acteristics of motormen has been common practice abroad for 
some time and it is now being taken up in this country. Some 
of the instruments are shunt-current clocks which register 
either the current-on or coasting intervals; others are purely 
electrical devices like watt-hour and ampere-hour meters. The 
ampere-hour meter is especially popular among British tram- 
ways, some 85 per cent of which are using a type made by 
Chamberlain & Hookham, Ltd., Birmingham, Eng. The excel- 
lent results secured by means of this meter have finally led to its 
introduction to the American electric railway field by Wonham, 


Ampere-Hour Meter for Car Service 


Sanger & Bates, New York, who also introduced the “H-B” 
wheel guard. The following paragraphs will present a descrip- 
tion of this meter and of its installation and give typical ex- 
amples of its ability as a current and brake-shoe saver. 

The “C-H” ampere-hour meter is of the mercury motor type, 
consisting essentially of a permanent magnet between the poles 
of which revolves a copper disk submerged in mercury. This 
disk or armature is slotted radially to prevent eddy cur- 
rents and also to concentrate in a straight path the current to 
be measured. Mounted on the same spindle as the armature 
disk is another and larger disk which revolves between other 
pole pieces of the same magnet and in magnetic parallel with 
the pole pieces between which the armature revolves. This 
second disk acts as a Foucault brake to control the speed of the 
meter. The rotation of the armature is communicated through 
pinion and gears to a “jump” counter which registers ampere- 
hours. Simple means are provided to set the dial to zero by 
atthorized persons. ; 

A correction coil which counteracts the braking force is used 
to compensate for the fluid (mercury) friction which occurs 
when the meter is working on lighter loads. This coil decreases 
the braking effort (therefore speeds the meter) as the square 
ofthe current passing; and as the fluid friction rises as the 
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square of the speed, which in turn is proportionate to the cur- 
rent passing, the two opposing factors exactly balance each 
other. 

Permanence of calibration is insured by using a special grade 
of tungsten steel and by employing a magnet of great length 
and sectional area in proportion to the air gap in the magnetic 
circuit. The rotating element is very light and floats in mer- 
cury. Inertia, therefore, is almost non-existent in this meter. 
The mercury forms an ideal cushion to prevent the bottom pivot 
from being affected by the jarring of the car—consequently no 
spring suspension is necessary. ; 

The meter is shipped to the user with the mercury chamber 
empty, the correct amount of mercury being sent with it ina 
separate bottle and then installed according to simple directions. 
The two meter terminals can be connected into the main circuit 
anywhere between the trolley pole and the controller. The 
meter is attached in a vertical position by means of screws 
passing through porcelain insulators to the woodwork of the 
car. Each meter has an inside paper label containing the “test- 
ing constant” which is used for standardizing the meter. 

The financial value of this ampere-hour meter will be appre- 
ciated by noting the results obtained on one large and one 
small English tramway. Thus, under date of Dec. 15, 1910, 
Alfred Baker, general manager Birmingham Corporation Tram- 
ways, wrote the meter maker that in July, 1910, 300 cars on his 
system as operated over three routes had shown respective 
current savings of I5 per cent, 16 per cent and 16% per cent. 
Mr. Baker estimated that this was equivalent to an annual 
reduction of £10,000 in energy cost and 33% per cent in brake- 
shoe labor and material outlay. He found that the meter en- 
couraged careful and economical and that it 
enabled a manager to detect both careless motormen and de- 
fective cars. Another letter, written on Dec. 21, 1910, by T. B. 
Goodyear, manager of the Croydon Corporation Tramways, 
mentions a current reduction of about 25 per cent in the opera- 
tion of 50 cars. From April 1 to Dec. 16, 1910, inclusive, this 
was equivalent to a saving of practically £4,006. The saving in 
brake shoes was about £25, while the cost of maintaining the 
meters was nothing. 


car operation 
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SINGLE-PHASE RAILWAY DEVELOPMENTS IN AUSTRIA 


Work in various stages of completion is now under way in 
the single-phase electrification of several Austrian narrow gage 
and standard gage railways. One of the first electric lines is 
a 50-km (31-mile) standard branch line from Waizen 
to Budapest and Géddlld. This line is furnished with passenger 
cars of 300-hp motor capacity and freight locomotives of 480- 
hp motor capacity each. The trolley potential is 10,000-volt. 
15-cycles. The Mittenwaldbahn now under construction will 
furnish a shorter connection between Munich and Innsbruck, 
via Partenkirchen and Seefeld. This km (63.24 


gage 


line is 102 


“ miles) long and one-fifth of the entire distance has a maximum 


grade of fully 3.5 per cent. It is intended for operation with 
locomotives of 800-hp motor capacity each, using 10,000 volts, 
During the years 1908 to 1910 the St. Pélten- 
Mariazell-Gusswerk narrow gage branch railway or km (56.42 
miles) long was converted for 6000-volt, 25-cycle, single-phase 
operation with locomotives of 500-hp motor capacity each. A 
project now under way is the electrification of the standard 
gage branch railway from Vienna to Pressburg. This line 
will be 68 km (42.2 miles) long, of which 19 km (11.8 miles) 
will be operated on direct current in the terminal districts. 
0-0 — 
The Light, Railway and Tramway Journal, London, Eng- 
land, has published its annual Diary for torr. In addition to 
the blank pages for entering the events of each day in the year 
the volume includes a directory of officers of all the central sta- 
tions, steam and electric railways and manufacturers of elec- 
trical apparatus in Great Britain, a directory of German tram- 
ways and lists of officers of the principal technical societies of 
the world. Miscellaneous articles on electric railway subjects 
occupy 32 pages. 


v 


15 cycles. 
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THE “* ROLLWAY” RIGID AXLE CAR WHEEL 


The article on the Beach-Edison storage battery car pub- 
lished on page 1068 of the Execrric RAILWay JourNAL for 
Nov. 26, 1910, contained a brief reference to its equipment 
with non-rotating axles and the new “Rollway” wheel of the 
Railway Roller Bearing Company, Syracuse, N. Y. The fol- 
lowing details of the design and merits of this anti-friction 
traction device as arranged for gear or chain drive have now 
been made available by this company. 

Of the accompanying illustrations, Fig. 1 shows a “Roll- 
way” wheel with the truck frames placed inside the wheels. 
This was practically the design made for the double-truck 
accumulator car previously mentioned. Fig. 2 shows a form 
where the axle extends through the wheel and the truck 
frame rests on the axle outside the wheel. The end thrust in 
this pattern is taken at opposite ends of the journal sleeve, 
while in the first design the end thrust is taken in both direc- 
tions at the outer end of the journal. Fig. 3 shows the “Roll- 
way” wheel hub with a seat for the gear at the inner end and 
provision for a rolled steel wheel or chilled iron wheel to be 
pressed on the hub against a shoulder. 

The wheels in the original design, as illustrated in Fig. 1, 
were made of a single steel casting which included the hub, 
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are spaced wide apart in order to counteract any gage-distorting 
leverage which may be exerted at the flange of the wheel and 
The double thrust, of course, prevents any longi- 
The journal 


the rail. 


tudinal movement of the wheel on the axle. 


Fig. 4—Roller-Bearing Wheels and Axle 


sleeve in this wheel presents a different condition from the 
“Rollway” journal box, in that the pressure of the rollers in 
the wheel is always against the bottom of the journal, while in 
the rotating journal this pressure is distributed around the 
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Fig. 1—Section, Side View and End View of Roller-Bearing Car Wheel 


and the steel tires were shrunk on. The end covers were made 
of a special grade of malleable iron and the roller raceways of 
nickel steel hardened and ground like this company’s journal 
boxes. 

The elimination of flange friction on curves is apparent in 
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Fig. 2—Roller-Bearing Car Wheel with Extended Axle 


the operation of the car which is equipped with these wheels. 
This appears not only in the absence of grinding when round- 
ing curves or passing through switches, but. also in the excep- 
tionally low power consumption. It will be noted from Figs. 
I and 2 that the two lines of rollers placed within the wheel 


entire circumference of the journal sleeve. Thus far there 
has been no evidence of wear of the journal sleeve, but should 
this eventually develop the sleeve may be shifted readily on the 
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Fig. 3—Details of Roller-Bearing Car Wheel 


axle from time to time in order to bring a new arc under 
pressure. 

The central portion of the wheel affords such a large reser- 
voir capacity for oil that the wheels are expected to operate 
for a year with one lubrication. During the first six weeks 
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of the test runs with the storage-battery car one of the driving 
wheels operated without any lubrication, and yet it developed 
no high temperatures, nor did it show any abrasion of the 
roller or raceway surfaces. 

From the evidences thus far obtained it appears that these 
wheels not only will prove durable, but will also show a con- 
siderably higher efficiency even than this company’s journal, 
Reducing the various results to a common watt-hour per ton- 
mile basis, the tests showed a saving of 34 per cent for “Roll- 
way” journal boxes in current consumption as compared with 
plain journals and 51 per cent saving for “Rollway” wheels as 
compared with plain journals. The car and track conditions, 
however, were not identical in all cases, so that these results 
can be considered only as approximate. 


———e--e-—__——_- 
THE LIFE AND COST OF GEARS AND PINIONS 


The life of gears and pinions is very difficult to estimate 
owing to the great variations in tooth pressures and pitch line 
speeds even on the same size motor with different gear ratios, 
differences in lubrication methods, condition of bearings and 
gear case, and to the misleading results obtained with pinions 
running with new or half worn-out gears. As showing the 
wide variations in the life of gears and pinions the following 
data taken from the records of the R. D. Nuttall Company are 
of interest. The highest grade of oil-treated carbon steel pin- 
ions have worn out after running 10,000 miles, while other pin- 
ions of the same grade have made as high as 60,000 miles in 
the same service. One road which has in service 40 40-hp 
motors with a gear ratio of 15:69 reports only two pinions and 
no gears changed after running an average of 140,000 miles. 
The average life of 14-tooth pinions on another road is from 
25,000 miles to 30,000 miles. 

While the life of gears and pinions in any particular service 
cannot be accurately forecast, some measure of the wearing 
qualities of different grades of steel can be had by comparing 
their relative hardness or elastic limits. This conclusion has 
been reached by the R. D. Nuttall Company after examining 
the records of large numbers of gears in actual service. Using 
the standard cast steel or machinery steel pinion as the basis, 
the following table shows the comparative first cost and esti- 
mated life of five grades of gears and pinions made by this 


company : 

Grade. First Cost. Life. 
Standard cast or untreated machinery steel.............- 100 100 
Specialmcast-steclugear. Or UNe US yi plMotls wasn er soe « 108 133 
Mee castesteell geate.-- ince oe ‘ 127 160 
Se fO se DULIOM state eres aera sre cutabhecctestectan oer 148 200 
Case-hardened gear or pinion 200 300 


It will be seen that the cost and life do not increase in the 
same ratio. The highest-priced pinion is the most economical 
in any service where the standard pinion will last less than four 
or five years. Where the service is less severe and the main- 


tenance and lubrication are better the lower-priced gears and- 


pinions will show a marked saving. 
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WIRE-TYPE TUNGSTEN LAMPS 


The constant increase in the demand for tungsten lamps on 
account of their economy and extreme high efficiency has been 
accompanied by a demand for a lamp of greater ruggedness. 
Under the old processes of manufacture where it was im- 
possible to obtain filaments in long lengths it was necessary to 
make the lamps up out of a large number of short lengths 
bent in the form of an elongated U, each end of this U-shaped 
filament being connected to the leading-in and anchor wires 
by fusing the metal of the leading-in and anchor wires around 
the tungsten filament. The support of the tungsten filament in 
this way by a large number of rigid fused joints caused a 
great many early failures because the filaments broke just 
above the rigid joint. 

To overcome the disadvantages of this method of construc- 
tion the Westinghouse Lamp Company, Bloomfield, N. J., 
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decided that it would be necessary to obtain tungsten filaments 
in long lengths and to design an internal construction which 
would permit of the free movement of the tungsten filament 
so as to take up the shock and jar. These problems were 
finally solved and at the St. Louis convention of the National 
Electric Light Association, held in May, 1910, the Westing- 
house Lamp Company showed samples of tungsten filaments 
up to 84 ft. in length. The company also showed lamps made 
from this filament in which the filament was wound, like wire 
from a spool, on the anchors of the spider, the ends of the 
filament were wrapped around the leading-in wires and the 
leading-in wires were fused to the ends of the filament. This 
construction leaves the filament free to vibrate in the anchors. 
At the same time the two joints with the leading-in wires are 
flexible because of the coil spring effect of the filament where 
it is wrapped around the leading-in wire. 

Numerous jar tests have shown these wire-type lamps to be 
radically stronger than the old fused-type lamp and that the 
life of the lamp is much longer than was the life of fused-type 
lamps. In some tests recently made at I watt per candle, 
average lives of as high as 400 and 500 hours have been ob- 
tained, and in tests at high efficiency voltage the average life 
has. far exceeded the hours guaranteed. 

The life of these lamps in train-lighting service on steam rail- 
roads and: in industrial plants where they have been subject 
to shock and jar has proved very satisfactory and the West- 
inghouse Lamp Company is now prepared to recommend them 
for electric railway cars. 


——__—_-0--e-______ 
A SANITARY CAR FLOOR 


A plastic material that will form an absolutely jointless, 
smooth and durable floor surface is the ideal flooring for 
passenger car construction. In all cars carrying a large 
number of people the floor should be one that can be kept 
clean with the least amount of work, that is not cold to the 
touch, that is fireproof and that has a surface good for resist- 
ing wear. 

The American Monolith Company, Milwaukee, Wis.,-is manu- 
facturing a flooring, under the name of “Monolith,” which, 
when applied on a plain or corrugated sheet metal foun- 
dation, can be used in the construction of the entire car 
floor. It can be curved up against the side walls, forming a 


cove corner baseboard, or it can be formed in a tight joint 
It can 


around the lower construction of the seats. also be 


Special Floor Composition Installed on Base of Corrugated 
Sheet Metal 


formed into slabs as covers over the openings in the floor of 
the car, such as may be necessary to get at the machinery or 
motors. 

This flooring has been widely used for passenger coaches, 
sleepers, dining cars, as well as mail and express cars, by 
many steam railroads. It is asserted that cars with this kind 
of flooring are almost free from vibration and that the dead- 
ening quality of the material takes up the noise of the trucks 
and the roadbed. As the material is plastic, it holds the 
entire floor construction rigid and firm. This flooring weighs 
only 55 Ib. per square foot when applied on metal sheets 
to a thickness of 34 in. at the weakest point. Its cost and 


installation are stated to be little higher than ordinary wooden 
construction. 
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News of Electric Railways 


F. H. Goff on Changes in the Cleveland Ordinance 


FE. H. Goff, president of the Cleveland Trust Company, 
who was mediator for the Cleveland Electric Railway during 
the Goff-Johnson negotiations, expressed himself in part as 
follows in the Cleveland Plain Dealer on Feb. 10, ort, in 
regard to the changes in the Tayler ordinance suggested by 
the officers of the company to aid them in financing present 
and future needs: nt 

“There is no question in my mind but that the Cleveland 
Railway should be permitted to amortize any discount it 
may be compelled to make in selling its bonds. The injus- 
tice of requiring stockholders to bear the loss might be 
illustrated by supposing that the company was required to 
market $30,000,000 of bonds at 50. The discount would en- 
tirely wipe out the value of the stock. 

“A dead level 6 per cent return to stockholders, regard- 
less of whether service is good or bad or whether economy 
is practised, will not secure the results desired. It has 
always seemed to me that some provision should be made 
penalizing the stockholders by decreasing dividends if the 
property is inefficiently or indifferently managed and re- 
warding them by permitting an increase in the dividend 
rate if it is efficiently and economically managed. 

“The crucial test is going to be whether the company can 
finance its requirements not only by sale of bonds but by 
sale of stock on satisfactory terms and whether as efficient 
management can be secured as would obtain under private 
ownership. If both results cannot be accomplished the 
plan will prove a failure. 

“If the Cleveland Railway is permitted to sell either bonds 
or stock on a 6 per cent basis the annual charge on $15,000,- 
ooo, which is perhaps the least amount required for im- 
mediate improvements and refinancing, would be $150,000 
more than if the rate were 5 per cent.; $300,000 more than 
if the rate were 4 per cent. This excess during the life of 
the franchise would amount to $7,500,000, a loss which would 
have to be borne by the car riders either in the way of 
increased fare or poor service. 

“The actual interest charge, as I understand it, at the 
price offered for bonds now proposed to be sold is in the 
neighborhood of 5% per cent, a reasonable offer, as it seems 
to me, under existing conditions, but if it is within the power 
of the city to enable the company to obtain funds in the 
future at a lower rate, it would seem the part of wisdom and 
prudence to consider whether such assistance ought not to 
be given. Of course, the city cannot lend its credit, but it 
can create such value in the grant as will afford unques- 
tioned security to investors. I certainly would not favor 
amending the ordinance to increase the maximum rate of 
fare unless every precaution and safeguard are taken to 
make it impossible for the company ever to enjoy the 
higher rate for its own advantage. 

“Tn the valuation of the Cleveland Railway’s property, as 
determined by Judge Tayler, there was an allowance made 
of something like $3,800,0co for franchise value, which is 
represented by stock issued. The fact that the city has the 
right to purchase the property at the expiration of the 
grant without making compensation for this item has 
created a feeling of distrust in the stock as a safe invest- 
ment, which is reflected in the market price. 

“To enable the company to obtain funds by the sale of 
stock on satisfactory terms, I believe the form of this option 
will have to be changed, making the price to be paid the 
amount of capital value plus Io per cent, which would put 
the option at the expiration of the grant on the same basis 
as that given during the life of the grant. So long as under 
any contingency the city can compel the sale of the prop- 
‘erty at a price which would yield less than 75 per cent of 
the par value of the stock, it will be difficult to interest 
investors at par or better, and any successful financing 
through sale of stock should contemplate, it seems to me, 
a sale from 110 to 115.” é 

On Feb. 11 City Solicitor Baker rendered an option to the 
street railway committee of the City Council to the effect 
that amendments cannot be made to the Tayler grant 


without passing an entirely new grant. He further said 
that anew grant cannot be passed unless it contains pro- 
visions that would inure to the advantage of the city in 
terms positive enough to warrant the action taken. Mr. 
Baker said that the grant contains no provision for amor- 
tizing discounts on bonds and that the city cannot enter into 
an agreement with the company to guarantee amortization. 

A report of street railway operation in Cleveland for 
the 1o months ended Dec. 31, 1910, was filed with the City 
Council on Feb. 6, 1911, by G. M. Dahl, street railway com- 
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Right of Minneapolis to Order Railway Extensions 


W. J. Hield, vice-president and general manager of the 
Twin City Rapid Transit Company, Minneapolis, Minn., has 
issued a statement in regard to the opinion filed with the 
city clerk by Judge Daniel Fish, city attorney of Minneap- 
olis, who held that the city had power to order and 
enforce construction of new lines and extensions and to 
regulate service by the Minneapolis Street Railway. The 
opinion was referred to in the ELecrric RarLway JOURNAL 
of Feb. 4, 1911, page 236. Besides dealing with the opinion 
of Judge Fish Mr. Hield outlined some of the important 
work which the company has in contemplation in Minneap- 
olis and St. Paul. Mr. Hield’s statement follows: 

“The opinion of the city attorney was submitted to the 
Council at its regular meeting on Jan. 27, 1911. At an ad- 
journed meeting of the Council on the following day six 
resolutions were introduced calling for the construction of 
new lines or extensions. Some of these were repetitions 
of orders already passed by the Council, while others 
called for lines not previously mentioned. All these reso- 
lutions were referred in the regular way to a committee 
made up of one alderman from each ward, where they now 
rest pending further discussion of the subject with the city 
attorney. Whether other and similar resolutions will be 
introduced before further action is taken on those above 
mentioned is a question concerning which I have no knowl- 
edge. 

“As the opinion of Judge Fish was not made public until 
after our annual meeting, it was not a subject for discussion, 
and I am therefore not in position to make any statement as 
to the attitude of our company until the resolutions now 
before the committee of the Council have been acted upon 
and the whole matter brought before our board of directors. . 

“The company’s plans which have thus far been approved, 
covering improvements for the current year, include the 
completion of work begun last year on the installation of 
a 14,000-kw turbine unit and auxiliary apparatus. Addi- 
tional boiler capacity will also be installed. The construc- 
tion of improved smoke consuming furnaces and stoking 
devices, which was interrupted last year on account of 
shortage of water power, will be completed during the sum- 
mer. When this work is finished the entire boiler plant 
will be provided with the most thoroughly modern boiler 
furnace construction and stoking equipment. 

“These improvements will not only make impossible a re- 
currence of the troubles which existed during the greater 
part of last year as a result of the unprecedented water 
shortage (a situation which was further aggravated by a se- 
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ries of accidents to power generating apparatus), but should 
also render the steam plant practically smokeless in oper- 
ation. In order to improve power conditions in general 
throughout the system, the construction of two additional 
substations will be undertaken, as well as the installation 
of a large amount of underground and overhead copper in- 
cident to the building of the substations and in order to 
provide for increased load and the maintenance of a suit- 
able reserve capacity in transmission lines. 

“The improvements in track and roadway to be under- 
taken this year include the reconstruction of considerable 
existing track and paving, in addition to a’ large amount of 
new work which must be done in order to keep pace with 
the paving which the city will order during the year. For 
a number of years past annual expenditures of more than 
$1,000,000 have gone into improvements such as those out- 
lined.” 


B. S. Josselyn on Public Service Commissions 


The Portland Carman for January, 1911, which is issued 
monthly for the Brotherhood of Electric Employees of the 
Portland Railway, Light & Power Company, Portland, Ore., 
contains an expression of opinion by B. S. Josselyn, presi- 
dent of the company, in which Mr. Josselyn says that the 
editorial “Merit as a Requirement for Commission Service,” 
published in the Erecrric RatLway JourNaL of Dec. 3, I9I0, 
page 1090, expresses his ideas so fully that “I can add very 
little thereto, except to reiterate that public utility concerns 
have problems to meet that cannot readily be understood 
by a layman and it would greatly facilitate the work. of 
both commission and public utilities if these matters were 
handled by reliable experts, rather than by those who have 
no practical experience in the matters they strive to regu- 
late.” 

Mr. Josselyn says in part: 

“T am not opposed to the institution of a commission that 
will have for its purpose a better understanding between 
public utility concerns and the public. In fact, such a com- 
mission is desirable in order that complaints may be lodged 
in the hands of people who are qualified to investigate and 
apply proper remedies for improvement, or who are able 
to explain to the public why some conditions complained of 
cannot be overcome—a course in which the general public 
would have more confidence than is usually expressed in 
public utility concerns. : 

“The main cause for friction between public service com- 
missions and corporations which they strive to regulate is 
the fact that in many instances so-called experts selected 
by commissions to assist them in their work are men who 
have not proved themselves capable. 

“Properly managed public utility concerns have nothing 
whatever to conceal from the general public. Their busi- 
ness cannot be successful unless the public is properly and 
satisfactorily served; but just what constitutes these requi- 
sites is a subject for debate; and the public should select 
men to represent it in these considerations who are qualified 
to handle intelligently the questions arising. Then both 
the public and the public utility concerns would be served 
to the utmost. 

“T have no criticism to make as to the selection of our 
present Railroad Commission, which I believe has _per- 
formed excellent service for the public.” 

Mr. Josselyn incorporated in his article the editorial 
“Merit as a Requirement for Commission Service” substan- 
tially as it appeared in the Execrric RatrwAy JouRNAL. 


Development of Interurban Railways Near San Francisco 


Indications point to an extensive development of electric 
railways in the central part of California near and tribu- 
tary to San Francisco. The Oakland & Antioch Railway 
will soon begin to operate its road from Bay Point to Wal- 
nut Creek, while work is being carried on to complete the 
road into Oakland. The Northern Electric Railway is 
operating from Sacramento north, the Central California 
Traction Company has established service between Sacra- 
mento and Stockton, several lines are projected at and 
near Stockton, Fresno and Merced, the United Properties 
Company has announced as a part of its plan the exten- 
sion of the Oakland lines to San José and-Sacramento, and 
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the Ocean Shore Railroad, now that it has been sold to 
the bondholders and been taken out of the receivers*hands, 
will be completed between San Francisco and Santa Cruz. 

Great interest is being taken in a project to build a 
tunnel under San Francisco Bay so as to connect the 
transportation systems of Alameda County with San Fran- 
cisco. It is known that a thorough investigation of the 
engineering problems involved in the construction of such 
a tunnel was made for the Southern Pacific Company before 
that company authorized the construction of the Dumbar- 
ton bridge. It was determined at that time that the present 
traffic did not warrant the expenditure, and the depth ot 
the bay between Goat Island and the San Francisco shore 
presented a difficulty in the matter of grades. A more 
recent plan is to construct the tube from a point on the 
Oakland shore to the vicinity of Islais Creek on the San 
Francisco side, thus obviating the grades that were :n- 
volved in the shorter route. It has also been pointed out 
that the properties of the Ocean Shore Railroad Company 
would furnish an admirable terminal on the San Francisco 
side of the bay, thus landing Alameda County passengers 
in the center of San Francisco, at the corner cf Twelfth 
Street and Market Street. 

A San Francisco engineer, L. R. Jorgensen, has esti- 
mated the cost of a tunnel from the Key Route pier of the 
San Francisco, Oakland & San José Railway, on the Oak- 
land side of the bay, to San Francisco, coming to the ‘sur- 
face at Kearney and Market Streets and traversing Goat 
Island in its course. For such a single tube, 23 ft. in out- 
side diameter, and having a total length under water of 
16,500 ft. and 7ooo ft. under Goat Island and Market Street, 
he estimates that $10,576,c00 would be required, and twice 
that amount for a double tube. Adding $1,000,000 for 
terminal property, the entire cost would be $23,392,000, 
which at 6 per cent and I per cent for depreciation would 
result in a fixed charge of $470 per day. This charge, he 
finds, would be greater than the trafic of any single rail- 
road could bear, but he thinks that if all the roads were 
to unite in bearing the capital expense the project might 
be feasible at the present time. 

New conditions have arisen, and in particular the proph- 
esied effect of the Panama-Pacific Exposition in increas- 
ing the populstion on both sides of the bay, and it is not 
unlikely that eventnally the Ocean Shore Railroad and a 
new line down the peninsula will be a part of the system 
which is now in process of formation, 


Meeting of New York Association—It has been decided 
to hold the next quarterly meeting of the Street Railway 
Association of the State of New York at the Hotel Onon- 
daga, Syracuse, N. Y., on Tuesday and Wednesday, March 
21 and 22, IQIt. 

Meeting of New England Street Railway Club.—The regu- 
lar monthly meeting of the New England Street Railway 
Club will be held at the American House, Boston, Mass.. 
on the evening of Feb. 23, tort. Dinner will be served at 
6:45 p.m. At 8 o'clock the regular business meeting will 


. be held, after which Henry Gulick, president of the Gulick- 


Henderson Company, inspecting engineers, Pittsburgh, Pa., 
will address the club on “Inspection of Electric Railway 
Material and Equipment.” 


Honorary Degrees by University of Nebraska—On the 
evening of Jan, 18, rort, the University of Nebraska awarded 
the degree of doctor of engineering to Dean M. C. Cooley 
of the University of Michigan and J. A. L. Waddell, Kan- 
sas City, in recognition of the services which they have 
rendered to the engineering profession. The degree of 
doctor of engineering has also been conferred by the same 
university on Bion J. Arnold, Chicago, Ill., as noted in the 
Evecrric RAILWAY JouRNAL of Jan. 28, 1911, page 168. 

Charter Revision in Detroit—lIt is believed that the Com- 
mon Gouncil of Detroit, Mich., will soon take action toward 
placing before the voters at the April election the question 
of revising the charter in order that the home rule, munici- 
pal ownership and other amendments may be made to it. 
Mayor Thompson and Corporation Counsel Hally fayor 
asking the Legislature to amend the law governing this mat- 
ter, so that the city may have the advantage of the munici- 
pal ownership feature sooner than would be possible if the 
charter is submitted for revision. ; 
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Development of Montauk Point.—Ralph Peters president 
of the Long Island Railroad, has announced that the com- 
pany has signed a contract for the purchase of 160 acres of 
water front on Fort Pond Bay, on the north side of Mon- 
tauk Point, at the end of Long Island. The company for 
some time has held 60 acres of the water front land at that 
point and Mr. Peters states that the additional holdings are 
to be acquired to provide terminal and docking facilities 
in case it becomes necessary for the ocean liners to dock 
at Montauk instead of New York. 


Cc. V. Weston on Public Service Commissions.—A short 
paper entitled “The Public and the Public Service Cor- 
poration’ was presented at the meeting of the Western 
Society of Engineers held in Chicago, Ill., on Feb. Py LOLI. 
C. V. Weston, president and general manager of the South 
Side Elevated Railroad, Chicago, IIl., favored “supervision” 
by commission, but not “administration” by commission, 
He referred to the powers of the commissions in New York 
State as excessive. He thought the Massachusetts method 
better. Proper regulation should secure the integrity of 
the investment. He thinks that the time is rapidly ap- 
proaching for a change in the method of administering the 
public service business in Chicago. 


Public Service Property in the Mexican Danger Zone.— 
Stone & Webster, Boston, Mass., control the El Paso Elec- 
tric Railway and the El Paso Electric Company, which 
operate in El Paso, Tex., and Juarez, Mex., territory within 
the zone in which the insurrectos under Orozco and the 
federal cavalry of Mexico are skirmishing. The Boston 
Herald said recently: “Messages received from H. S. Potter, 
of Stone & Potter, said that little anxiety was felt because 
of the presence of the rebels. The rebel leader had sent 
word, both to the American consul at Juarez and the Mayor 
of El Paso, that American property would not be damaged 
in the least. The messages said that, in spite of the expected 
assault upon the city, the street car traffic both ways 
between El] Paso and Juarez was normal. This was taken 
to indicate little popular unrest. The car houses and power 
house are all on the American side of the river, and the 
property on Mexican soil is only trackage and trolley poles.” 


Labor Compensation Bill—The Executive Council of the 
National Civic Federation, to which was referred at the 
annual meeting of the Federation in New York in January, 
1911, the questions of a proposed compensation bill for 
workmen injured by industrial accidents, which had been 
prepared, and amendments proposed by President Seth Low 
to the labor law of New York State, met in New York on 
Feb. 4, 1911, and took up these questions. One of the 
méasures proposed was an amendment to the present laws 
to be suggested to the different States by which whenever 
a strike or lockout has occurred or is threatened involving 
public service corporations, either side of the dispute or any 
10 citizens may ask the Governor of the State to appoint a 
board of mediation, and, if need be, of arbitration, if ac- 
ceptable to both sides, to try to prevent the interruption 
of traffic by the adjustment of all questions in dispute. An- 
other proposal is to give to the boards of mediation of 
each State authority to confer with similar boards in other 
States in order that groups of States having a common 
interest, such as the States bordering on the Great Lakes, 
may be able to co-operate in adjusting an interstate dis- 
pute. Mr. Low was authorized by the Executive Council 
to prepare a bill for uniform State legislation on these lines 
and a draft of the bill is now ready. The bill aims to con- 


centrate public attention upon the non-interruption of serv- 


ice due to the public in connection with the public service 
utility, and it was stated also that it proposes to trust public 
opinion with the adjustment of all controversies of this 
kind. Details of this plan were drawn up at the meeting 
on Feb. 4. The amendments to several sections of the 
labor law proposed by Mr. Low at the annual meeting and 
referred to the council were discussed. If the bill becomes 
law workmen would be assured of compensation for in- 
dustrial accidents which were not caused by negligence on 
their part without the expense and uncertainty of lawsuits. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


Alabama.—Representative Long introduced at the session 
of the House on Feb. 7 a bill to enlarge the powers of the 
Railroad Commission so as to give that body jurisdiction 
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over all public utilities. The measure would provide two 
additional members of the commission, or for a commis- 
sion of five members, to be appointed by the Governor at 
a salary to be fixed. The bill has been referred to the 
committee on commerce and common carriers. 


California——The bill introduced by Senator Burnett to 
amend Section 499 of the California Civil Code has been 
passed by the Senate. The bill relates to the use of the 
same street or tracks by two street railways so as to afford 
San Francisco freedom from the present five-block restric- 
tion in laying out its municipal railroad. The purpose of a 
bill which Senator Haus has introduced is to enable the 
Alameda County Board of Supervisors to construct a tunnel 
or subway under the estuary dividing Alameda and Oak- 
land. Its provisions are broad enough, however, to per- 
mit tunneling between two counties. This would make 
possible the tunneling of San Francisco Bay between Oak- 
land and San Francisco via Goat Island, or otherwise. 
This scheme has been proposed from time to time, but 
abandoned because of restrictions contained in the present 
laws. The consent of such municipalities as are affected 
is necessary. Two or more counties may share the cost. 
Several measures have been introduced toward conserva- 
tion of the State’s resources. Two of these provide for 
the creation of boards of control to govern appropriations 
of water for electric and power purposes. The Railroad 
Commission bill has been passed by the Assembly. The 
important feature of the Bohnet-Stetson bill compared with 
the Wright act, under which the Railroad Commission is 
now operating, is that $100,000 is appropriated to carry out 
an investigation into the physical valuation of railroads 
operating within this State, to obtain figures upon which 
to base freight and passenger rates. 


Connecticut.—The second hearing on bills introduced into 
the Legislature to create a public utility commission was held 
before the judiciary committee on Feb. 8. E. C. Terry, New 
Haven, appeared in behalf of employees of the railroads in 
opposition to the public utility measure. F. F. Lendewig 
Plainfield, criticised the commerce court suggested by Mr. 
Mellen, president of the New York, New Haven & Hart: 
ford Railroad. B. H. Douglas, New Haven, who repre- 
sented the United Commercial Travelers’ Association, 
urged particularly a provision to compel the railroads so to 
adjust their schedules that better time would be made in 
making connections between trains. Speakers were also in 
attendance representing the business men of Bridgeport, 
South Norwalk, Norwich and other cities. At the close of 
the hearing it was announced that on Feb. 21 Mr. Mellen 
would be heard in behalf of the court of commerce bill 
which he advocates, and that those who object to a utilities 
bill will also be heard at that time. 


Iowa.—Senator Sammis has introduced a bill to establish 
a public service commission for the regulation and control 
of public utilities, assuming the powers and duties of the 
executive council as prescribed by the General Assembly 
so far as they relate to public service corporations; also 
the powers and duties of the Railroad Commission. The 
commission would consist of five members, to receive $5,000 
a year each. The new law would go into effect on July 1, 
r9i1. It seems likely that the Sammis-Crist public utility 
bill in amended form will pass. The measure was referred 
to the committee on judiciary of the House, which in turn 
through its chairman recommended that the bill should be 
referred to the committee on railroads. This was done. 
The chairman of the committee on railroads conferred with 
the chairman of the committee on municipal corporations 
and arrangements have been made for a joint meeting of | 
these committees. Following the joint hearing there will 
be separate hearings. 


Massachusetts.—Among the bills relating to transporta- 
tion matters which have been introduced are the following: 
A bill to provide for the extension of the Washington 
Street tunnel to the vicinity of Dudley Street; a bill to 
extend the term of office of the Boston’ Transit Com- 
mission three years; a bill to construct a subway 
from the South Station to South Boston and _ Dor- 
chester; a bill to provide that all extensions of steam 
and street railway lines hereafter shall be double tracked; 
a bill to require street railways to provide suitable waiting 
rooms for passengers; a bill to require street railways to 
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provide special service for working men and women be- 
tween the hours of 5 a. m. and 8a. m. and 5 p. m. and 7 p. m., 
with the permissive requirement of special rates for such 
service; a bill on behalf of street railways in connection 
with the issue of preferred stock, to the effect that such 
stcck may be issued upon a two-thirds vote of all the out- 
standing stock at a special meeting called for the purpose 
in substitution for outstanding common stock under con- 
ditions approved by the Railroad Commission; a bill to 
place the ventilation of street railway, subway and elevated 
cars in the hands of the district police; a bill to reduce the 
hours of labor of street and elevated railway employees; a 
bill to repeal the act which provides for the construction 
of an east and west tunnel and subway in Boston; a bill 
to provide for the construction of a subway from the 
Charlesgate District of Boston under Boylston Street to 
the South Station, with an extension of the Boston terminus 
of the Cambridge subway from Park Street to Park Square, 
with the object of providing for underground transit in the 
business section of the Back Bay and to establish a new 
center of distribution for incoming traffic: and another bill 
to provide for the construction of a subway from the 
Charlesgate District under Boylston Street and Boston 
Common to Park Street. 

Despite the unfavorable report of the Massachusetts 
Railroad and Boston Transit Commissions regarding the 
construction of a loop subway in the West End of Boston, 
the Codman interests have introduced a bill to this end in 
the present session. A bill has been filed in the House 
which authorizes the Boston & Northern Street Railway to 
acquire the franchise and property of the Old Colony Street 
Railway. Another bill provides that a street railway shall 
not employ a motorman unless he has been examined within 
a year to determine whether it is safe for him to perform 
the duties of the position. The Massachusetts Street Rail- 
way Association has petitioned the Legislature to amend 
the existing law respecting crossings at grade of steam and 
street railways, to the effect that the Railroad Commis- 
sion may, in its judgment, permit crossing of a street rail- 
way with a railroad built for industrial purposes only. A 
bill has been filed in the House to require street railways 
to accept as legal fare transfers issued by them at any hour 
of the day on which they are issued. A _ bill intro- 
duced into the House provides that pole and wire loca- 
tions may be granted by municipal authorities, no approval 
of the Railroad Commission being specified in the proposed 
act. A bill is now before the House which provides that 
all street railway cars using headlights of high candle- 
power shall be equipped with a device to turn the light auto- 
matically on curves so as to confine the rays to the center 
of the track. Another House bill provides that conductors 
and motormen shall have one day off in 15. A bill attack- 
ing the fare-adjudicating authority of the Railroad Com- 
mission provides that the fare charged by the Old Colony 
Street Railway in Weymouth shali not exceed that charged 
by the company for a like distance in Braintree and that 
transfers shall be given to a like extent, An attempt is 
being made to secure the passage of a law by which munici- 


pal authorities would be permitted to grant limited fran-. 


chises to street railways for the carriage of baggage and 
express matter. 

The joint special committee of the Legislature gave a 
hearing on Feb. 9 on the five public utility measures which 
have been introduced and on the recommendations in re- 
gard to public utility legislation which were contained in 
the message of Governor Foss. The principal measure 
to receive attention was House bill 1378. This measure 
is based on the lines of the law creating the Public Service 
Commissions of New York. Travis H. Whitney, secretary 
of the Public Service Commission of the First District of 
New York, was the principal speaker. He was interrogated 
at length with regard to the workings of the commissions in 
New York. Mayor Fitzgerald thought that the bill drafted 
in accordance with the ideas of Governor Foss as expressed 
in his message was too comprehensive. He expressed the 
opinion that the metropolitan district of Boston should 
constitute a separate district from the rest of the State 
and that a commission should be created for Boston. The 
joint report to the Senate by the Railroad Commission and 
the Boston Transit Commission was referred to in the 
Evectric RAiLwAy JourNAL of Feb. 11, tors. page 270. 
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New Jersey.—Senator Osborne’s bill to provide for the 
creation of a new Board of Public Utility Commissioners 
has been referred to the judiciary committee. Should the 
measure become a law it would legislate out of office the 
present utility board, composed of Republicans. It would 
also mean that the new board might be made up of Demo- 
crats and it is not regarded as possible that the Republican 
majority in the Senate will lend their aid to the enactment 
of a measure which might deprive the party of such patron- 
age. Under the present utility law it will be impossible for 
the control of the board to pass out of the hands of the 
Republicans until May 1, 1913. Even then the Republicans 
will have one member on the board, assuming, of course, 
that Governor Wilson appoints Democrats in the places 
of the Republicans whose terms will expire during his three 
years as chief executive of the State. The term of Frank 
H. Sommer, president of the board, will expire on May I, 
1g1t, while that of Robert H. Williams will expire on May 
1, 1913. The term of Thomas Hillery will not expire until 
1915. The Osborne bill carries with it rate making power, 
and while a measure with such provisions will probably be 
passed at the present session it seems certain that the 
Osborne measure is doomed to be defeated. Feb. 12 
marked the sixth week of the Legislature. Owing to the 
holiday on Lincoln Day the usual session on Monday night 
was omitted. Hearings were set for Feb. 14 on public 
utility legislation and on the pending employers’ liability 
legislation. 

New York.—Senator Grady introduced a bill on Feb. I1 
which provides that in New York City no contract for 
building or operating a rapid transit railroad built wholly 
or in part by public funds shall be awarded to any person 
or corporation at present operating such a railroad without 
the unanimous consent of the Board of Estimate. In other 
cities the same unanimous consent must be obtained from 
the board or “analogous local authority.” The employers’ 
liability commission, of which Senator Wainwright is chair- 
man, held a hearing on Feb. to on the causes and preven- 
tion of industrial accidents. Very few persons attended 
the hearing, and Chairman Wainwright was quoted as say- 
ing it was amazing, in view of the importance of this mat- 
ter and the nature of the legislation that might be enacted, 
that those most directly concerned showed such a lack of 
interest. A bill has been introduced to amend the Public 
Service Commission Law so as to eliminate street railways 
from the prohibitive clause which relates to the issuance 
of free passes. A radical measure has been introduced in 
regard to the laws governing the relations between capital 
and labor. One of the provisions of this measure would 
make it an offense not to state in a help wanted advertise- 
ment that there was trouble between employer and em- 
ployees, if such condition actually existed. Under this meas- 
ure it would be a crime to hire or aid in hiring persons to 
guard with deadly weapons other persons’ property, and 
persons coming from other cities so armed for that pur- 
pose without. the consent of the Governor would be deemed 
guilty of felony. 

Pennsylvania.—Only one bill of interest to electric rail- 
ways has thus far passed either branch. That is the meas- 
ure to authorize the Valley Forge Park Commissioners to 
enter into agreements with railways and railroads and to 
regulate travel through the Park, which was passed finally 
in the Senate and sent to the House. Mr. Feeny has intro- 
duced a bill in the House to impose a penalty of $500 fine 
and one year in jail upon the officers of any electric railway 
operating two-car trains without having air brake or other 
equipment so that the brakes of the rear car may be 
operated by the motorman of the leading car. Representa- 
tive Hoover introduced a bill requiring railroads to main- 
tain safety devices, gates and gongs at all grade crossings. 
Representative Mills has introduced a bill to grant the right 
of eminent domain to electric light, heat and power com- 
panies, also a companion bill to allow such companies 
to build a line midway to any stream forming a boundary 
between Pennsylvania and an adjoining State. This bill is 
similar to the eminent domain bill introduced in the session 
of 1007 in the interest of the McCall’s Ferry Power Com- 
pany. If it becomes a law it will give the McCall’s Ferry 
Company the right to string wires and cables through 
every municipality within a radius of 200 miles of the com- 
pany’s plant, recently completed. 
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Financial and Corporate 


New York Stock and Money Market 


Feb, 14, 1911. 


The Wall Street market is still marking time. After sev- 


eral weeks of advance there has come a pause—not a re- 
action. It is not likely there will be any pronounced 
change until after the trust and rates cases are decided and 
it is hardly to be hoped that before that time the outside 
public will become interested. 

There is still an excellent demand for good bonds and the 
money market is very easy. Rates to-day were: Call, 24@ 
2% per cent; 90 days, 3144@3% per cent. i 


Other Markets 


There was a trifle more activity last week in traction 
shares in the Philadelphia market, although transactions 
were at no time heavy. Prices were in no wise improved 
by the increased activity and for both Rapid Transit and 
Union Traction were a trifle lower at the close to-day than 
they were one week ago. 

In the Chicago market there. has been very little doing 
during the week in traction shares. Beyond a few scattered 
sales of Series 2 and 3 of the Chicago Railways Company 
tractions have been ignored. Prices have not improved. 

In Boston Massachusetts Electric and Boston Elevated 
have both continued to appear in small lots almost daily, 
but there has been no definite tendency to the trading. 
Prices are a trifle easier. 

Some fair-sized blocks of United Railways stock have 
been sold in the Baltimore market during the past week, 
the price for the most part being in the neighborhood of 
17%. The bonds have also maintained their usual activity. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Feb. Feb. 1 
American Light & Traction Company (common)..... ares pie : 
American Light & Traction Company (preferred)....a105 a1o6 
Panerman Hatlways Company... ....s..-...-0cccscee a45 44% 
Aurora, Elgin & Chicago Railroad (common)........ aig 44% 
Aurora, Elgin & Chicago Railroad (preferred)........ a8s 85 
Pe eerie! IRSEIWAW Coc. wis on awwsue cds ewes cues a128 ar29 
Boston Suburban Electric Companies (common)...... ai6 a6 
Boston Suburban Electric Companies (preferred).... a71% a7il4 
Boston & Worcester Electric Companies (common)... ag ag 
Boston & Worcester Electric Companies (preferred).. 40 40% 
CUT Sg ea ee ee 7834 7854 
Brooklyn Rapid Transit Company, rst ref. conv. 4s.. 84% 84 
Capital Traction Company, Washington............. 129% 129% 
| ite Ee Oe ee ae eer a200 *200 
Chicago & Oak Park Elevated Railroad (common).... *3%4 #34 
Chicago & Oak Park Elevated Railroad (preferred).. *7%4 *7, 
es ee: ee ao3 93 
Civeage Eailtways, picpte., citi. Zo sia. ssrec secre esses a25% 25% 
Chicago Railways, ptcptg., ctf. 3.26... 20+ s2eeseces ag 9% 
Chicago Batlways, ptepts, ctf. 4....2--5--s-cccrenee a6 6% 
Se I So Wi. cing Void wes ma desessance ayes *o1% *9o1% 
Consolidated Traction of New Jersey.........-++---- a75% a76 
Consolidated Traction of N. J., 5 per cent bonds... .a105 alos 
Be Oe NG a ats i ea 72 72 
General Electric Company... ..ic.c--cececesssncceces ars54 aiss 
Georgia Railway & Electric Company (common)...... ar2 ar26 
Georgia Railway & Electric Company (preferred).... a88 a88 K 
Interborough Metropolitan Company (common).....-- 19% 20% 
Interborouch Metropolitan Company (preferred)..... as3% as4%y 
Interborouch-Metropoliten Company (414S)..--..+++> 78% 79 
Kansas City Railway & Light Company (common).... 22 22 
Kaneas City Railway & Light Company (preferred)... 71 oe: 
Manhattan Railway ........----cescesersesereneees *137% 137% 
Massachusetts Flectric Company (common).........- ai8% a8 
Massachusetts Electric Companies (preferred)......-- a88 a88s 
Metropolitan West Side, Chicago (common)......--. 21 a20% 
Metropolitan West Side. Chicavo (preferred)......-. oe Ace 
Metropolitan Street Railway, New York...-.-.+-+++- 19% 19% 
Milwaukee Flectric Railway & Light (preferred)....*110 TIO 
North American Company......---ceeeeereeeeeeeeee 71% 72 
Northwestern Flevated Railroad (common).....-..-- a22% a22 
Northwestern Elevated Railroad (preferred).....---- *63 a62_ 
Philadelphia Company, Pittsburgh (common)....---- 53 52% 
Philadelphia Companv. Pittsburgh (preferred).......- 44% 42% 
Philadelphia Rapid Transit Company....--+--+-++++++ 22% aro 
Philadelnhia Traction Company.....+-+s-++-eeerrees 864 a8s 
Public Service Corporation, 5 per cent col. notes....-- 296% pipe 
Public Service Corporation, ctfS....--++--+«+reereres 103% 105% 
Seattle Electric Company (common)..-+-.+++++0+++-aTlou arii'4 
Seattle Flectric Companv (preferred)...---++++e++> aro1ry aut 00% 
South Side Elevated Railroad (Chicago)..-.-++++-++ a7o az2 
Third Avenue Railroad. New York..----+-+seseee07" IT i 
Toledo Railwavs & Light Company....+-------- side 6s ‘7 
Twin City Rapid Transit. Minneanolis (common)... .at 10% 110% 
Union Traction Company. Philadelnhia.....--++++--> as7% nays 
United Rvs. & Electric Company, Baltimore....- a ars 18 
United Rvs. Inv. Co. (common)...-+++--+++esrerree 47% 46 
United Rys. Inv. Co. (preferred)..-+.-+--++++: pres * V4 74 
Washincton Ry. & Electric Company (common)*...... a36 ie 
Washincton Ry. & Electric Company (preferred)...- a8 | a88%4 
West Fund Street Railway, Boston (common) raga > 292% ee 
West End Street Railway, Boston (preferred)... 105 = A 
Westinghouse Flec. & Mfg. Co..-s--essessertte esc’ “503 Rts 


Westinghouse Elec. & Mfg. Company (1st pref.).... 


a Asked. * Last sale. 
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Annual Report of the United Railways of St. Louis 


The annual report of the United Railways Company of 


St, Louis for the year ended Dec. 31, 1910, shows the fol- 
lowing results: 


. 
Revenue from transportation: 


Passenger COVES seein tr ekeiie ries oats hiaya data relaisoe $11,373,405 
ANS CLEL CATE crv tctoca eric eet isi ene eno 13,724 
Mail 475452 
Express 12,466 
Miscellaneous transportation 671 
TONG Lieccck ncte Nie tar ctack ait coisa iecoim eek ciero7 eas Tan ASOT COROT kone: $11,447,778 
Revenue from oneration other than transportation: 
Car PLivilewesh Wacdvertisrs ov)\ jae vee sctesigi (elm tokoias $54,000 
Rent of tracks WIG LEMMINGS. cp ate cae vax malt nies Seelale 2,980 
Rent of buildings and other property.......... ’ 3,840 
ALG 100 NOWEF rans war dan tioning sear eu raven ola he 25,739 
MISGWllamsaus cies aie. nine te ee eiacd Wet raltaieeainare 3,437 
— 89,996 
Total “Operating LEvertes.. occie sietelyas¢aisletepierates ore Verelea ere $11,537,774 
Operating expenses and depreciation: 
OPRCaHOS, \eXenseas earn deems recineiee ier $6,096,794 
Depreciation) civ vere avcienceatewisiest biases sivla ere as eae 1,153,777 
—S———— 7»2505,571 
Surplus over operating expenses and depreciation.......... $4,287,203 
SCE -iutaiie se! oie, sre wieneisunioraie (MeoneiBvele tetessiansten Chua cerey ohare aiaeane ete aters 655,531 
Wet income from: operation. sarees eiviesicie cic sae sae eee $3,631,671 
Income from other sources: 
Income from securities: owned.......ces.csncece $36,554 
Tmterest Ori GCE POSiis. <\acsie/ausy<  i-tayagss ear aus ohoeis) spe 5 3,071 
MUisGelTasGOus, 5s sssiac5;s tere svscerstay craps cveretous’s stacayetens ve 2,842 
: ( 43,067 
Gross income (less operating expenses, depre- 
oration, andl taxes)is... 04 terse ah /slantei gtovclugat sieyersbalekeaale siete $3,674,738 
Deductions from income: 
*Interest on funded debt (in hands of public)... $2,726,726 
Interest ‘om Totes: payable sae cjer,setete ors.stetste css 67,017 
2,793,743 
_ Net income........ altalevalolf ule sckioral Sea Srareud mernastalara ee ieretahotere $880,995 
*Dividend on preferred stock in hands of public 
CADE And) PTY) istnas aevaaieoietemebtercet ane cise By Gratee sun aes 409,580 
Siteplus vet ceticiacoayna ele teeters tte ire cect Reorder Serotec 5 $471,415 


*Does not include any amount for interest or dividends on bonds and 
stock of the company’s own issue held in the treasury, whereas figures 
shown in last annual report did include such items as both a debit and a 
credit. 


President Robert McCulloch says in his report in part: 

“The passenger revenue for 1910 was $11,373,465, an in- 
crease over 1909 of $467,320. Other revenue from. trans- 
portation increased $4,011. Revenue other than transpor- 
tation decreased $2,457, and income from other sources in- 
creased $535. The gross earnings and other income for 
1o1o were $11,580,841, an increase of $469,410 over 1909. 

“Operating expenses, depreciation and taxes increased 
during the year $877,924. After payment of the dividend 
on preferred stock in hands of the public for the six months 
ended June 30, 1910, the surplus earnings for the year 1910 
were $471,415. 

“The total number of revenue passengers carried during 
the year were 230,691,532; transfer passengers, 104,904,281, 
making the total number of revenue and transfer passen- 
gers 335,595,813, an increase of 14,840,732 over 1909. 

“By contract with the Mississippi Valley Trust Company 
and Francis Brothers & Company, the 5 per cent bonds of 
the St. Louis Railroad maturing on May 1, 1910, amount- 
ing to $1,948,000, were extended to May 1, 1920, with inter- 
est at the rate of 4% per cent, thereby reducing the fixed 
charges $9,740 per annum. 

“During 1910 the amount paid out for personal injuries, 
property damages and other expenses connected with the 
claim department increased $23,309 as compared with the 
year 1909. The sum of $271,565 was transferred from this 
reserve account to the credit of profit and loss, leaving a 
balance to the credit of the injuries and damages reserve 
on Dec. 31, 1910, of $700,000. 

“During the year the fire insurance reserve was increased 
in the sum of $35.384, making the amount to the credit of 
this account on Dec. 31, 1910, $261,935. 

“The charge to operating expenses for depreciation dur- 
ing the year was 10 per cent of the gross earnings, experi- 
ence having shown this proportion of the’ gross earnings 
is required to provide for the present annual depreciation 
of the property. 

“During the year we expended and charged to deprecia- 
tion reserve the sum of $970,041, leaving to the credit of 
depreciationsreserve on Dec. 31, 1910, the sum of $338,064. 

“On Sept. 13, toro, the board of directors, impelled by 
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their duty in caring for the interest of the stockholders of 
the company, suspended the payment of dividends. Im- 
provements, betterments and additions to the physical 
property of the company had necessitated borrowing from 
banks and trust companies in St. Louis the sum of $1,300,- 
ooo, and as further improvements, betterments, etc., were 
necessary and demanded it was deemed wise, prudent and 
for the best interest of the stockholders to pay off this 
indebtedness and accumulate a fund for future improve- 
ments, betterments and additions, before any further divi- 
dends were paid. The notes payable on Dec. 31, 1910, not 
including $55,000 real estate note due March 4, 1915, were 
$1,050,000, showing a reduction of $250,000 since Sept. 13; 
IQIo. 

ieee the year there was expended and charged to 
capital account, for new construction, betterments and im- 
provements, the sum of $325,792, as follows: Real estate, 
buildings, tools and fixtures, $98,593; track and roadway 
construction, $150,281; electric line construction, $28,342; 
power plant buildings and equipment, $50,027; miscellane- 
ous equipment, $293; total, $327,536; less cars and electric 
equipment of cars sold, $1,744; total, $325,792. 

“During the year a new survey was made of all the track 
of this company. The mileage on Dec. 31, I910, was as 
follows: City track, 347 miles; county track, 108.81 miles; 
total track on streets and private right-of-way, 455.81 miles. 
During the year 4.13 miles of track were added and 1.66 
miles of dead track removed. During the year there were 
rebuilt 28.99 miles and resurfaced 12.22 miles of track. Dur- 
ing the year 23.63 miles of T-rail track on the county lines 
were retied and reballasted, putting this track in thoroughly 
good condition. To the paved track there were added 
during the year 15.71 miles. The character of the roadbed 
of the 347 miles of city track, of which 19.21 miles are laid 
in private right-of-way, is as follows: Granite block pave- 
ment, 164.74 miles; brick pavement, 92.33 miles; creosoted 
wooden block, 6.46 miles; asphalt, 7.49 miles; macadam 
pavement, 57.18 miles; macadam ballast, no paving, 16.24 
miles; plank on bridges, 0.07 mile; creosoted wooden blocks 
on bridges, 2.03 miles; trestles, 0.46 mile; total city track, 
347 miles. 

“Since 1904 the amount of reconstruction, renewal and 
extensions of track by the company in the city and county 
was as follows: During 1904, 21.56 miles; during 1905, 8.90 
miles; during 1906, 29.18 miles; during 1907, 21.65 miles; 
during 1908, 32.99 miles; during 1909, 39.93 miles; during 
1910, 45.34 miles; total for seven years, 199.55 miles. These 
figures include work done on the track of the St. Louis & 
Suburban Railway since Jan. 1, 1907. With the new work 
done during the past few years the physical condition of 
the track was constantly improved, but in order to keep it 
in good operating condition it will be necessary to rebuild 
between 20 miles and 25 miles of the old track each year. 

“During the year, besides the necessary maintenance of 
bridges and buildings, there was completed the following 
work among various improvements: 

“The erection of a brick terminal station at the Wellston 
loop, which is the junction of two downtown lines, one 
crosstown and three suburban lines. 
a waiting room for passengers, toilets, a store and a divi- 
sion office. 

“The building of a car storage yard at Kossuth and Obear 
Avenues on property belonging to the company. This yard 
contains 5140 ft. of straight track and storage space for 100 
cars. The old building on this property was repaired to 
serve as a division office. It is expected that considerable 
saving will be effected in the use of this car storage yard 
on account of the dead mileage eliminated. ' 

“The erection of a sand drying plant on the terminal rail- 
road tracks. During the spring of toro the old sand dry- 
ing plant was destroyed by fire. At certain seasons of the 
year there is used as much as two carloads of dry sand per 
day, and as the old plant was poorly located and required 
an excessive amount of labor in its operation it was de- 
cided to build a new sand drying plant on property owned 
by the company adjacent to the terminal railroad tracks 
which should be fireproof and automatic in operation. It 
is expected that the saving in freight charges and labor will 
entirely pay for this plant in a few years. 

“The power stations were thoroughly maintained and are 
all in first-class operating condition. During the year 1010 
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the power plants of the United Railways Company of St. 
Louis were operated at a maximum capacity of 44,600 hp, 
and 21,400 hp were supplied by the Union Electric Light & 
Power Company, making a total capacity of 66,000 hp re- 
quired for the operation of the road. The kw-hours fur- 
nished during the year were as follows: Kw-hours from 
United Railways plants, 98,970,715; kw-hours from Union 
Electric plants, 62,178,573; total, 161,149,288. There were 
burned in the plants of the United Railways Company of 
St. Louis 313,412 tons of coal. 

“In addition to the regular maintenance work there were 
built in the shops of the United Railways Company of Sts 
Louis 25 steel fireproof cars of the most modern design. 
Fifty-six cars were overhauled, repainted and changed to 
the pay-as-you-enter plan. Six automobile tower wagons 
were built in the shops of the United Railways Company of 
St. Louis and are now in service. All of the emergency 
calls are now answered by automobiles.” 


Earnings of Public Service Railway 


The Public Service Corporation of New Jersey, Newark, 
N. J., has reported the earnings of the Public Service Rail- 
way to the New York Stock Exchange for the year ended 
Dec. 31, 1910, as follows: 

Gross earnings 


Operating” Expensese siccjitens moa ee eines ain de ato ae einem ate ere 7,687,191 
Net. €atmings. go0s2 5.01 areas cits aie ore wp halal or ag ot eae tie ee $5,135,430 
Fixed) Charges: os <eicteccivc a1s bal auataras nd tee eta a aaa nee tenets 4,305,757 
Combined surplus of Public Service Railway and subsidiary 
companies for twelve months ended Dec. 31, Ig10.......... $829,673 
Less surplus of subsidiary companies not declared in dividends 
and not taken up in accounts of Public Service Railway.... 23,002 
Total: .|,s cree ¢ eave cmmateye sues « aystar aida ee eiavale Wiaieee te cheats oh ai alee $806,671 
Less dividend paid during year (2 per cent Dec. 31, 1910) 754532 
Lota. 3 casq so earn eaten ers ote kae ayy area lg eae ep eee $52,345 
Amount to credit of profit and loss Dec. 31, 1909..-..---...-- 3,890 
Balance to credit of profit and loss Dec. 31, I9!t0.......- $56,235 


The statement of the company to the Stock Exchange 
contains the following information in regard to the terms on 
which the property of the New Jersey & Hudson River 
Railway & Ferry Company was taken over: 

“On Oct. 1, I910, the Public Service Corporation pur- 
chased 24,447% shares (par value of shares $100 each) of a 
total. of 25,000 shares of common stock outstanding of the 
New Jersey & Hudson River Railway & Ferry Company. 
There is also outstanding $742,800 par value preferred 
stock of an authorized issue of $750,000. The New Jersey 
& Hudson River Railway & Ferry Company stock was 
purchased under an agreement dated July 1, which pro- 
vided for the payment for each share of $108 in Public 
Service Corporation of New Jersey 5 per cent general 
mortgage bonds and $12 in cash, with interest at 5 per cent 
from July 1 to Oct. 1. All the shares purchased, except 
nine standing in the names of directors, have been deposited 
with the trustee subject to the Public Service Corporation 
general mortgage.” 


Report of The J. G. Brill Company 


On Feb. 8, 1911, James Rawle, president of The J. G. Brill 
Company, Philadelphia, Pa., presented his annual report 
to the stockholders of that company. An abstract of the 
report follows: 

“The output from the five plants owned and operated 
by The J. G. Brill Company for the 12 months ended Dec. 
31, 1910, amounted to $5,960,778.61. For comparison the 
amounts of the combined sales of the five companies for the 
four years last past are here given: 1907, $9,211,825.72; 
1908, $3,845,173.01; 1900, $4,261,204.90; I9I0, $5,960,778.61. 

“After. charging to repairs to buildings, machinery and 
tools the sum of $161,083.20, the profit on the output for 
1910 amounted to $440,955.78, from which has been set aside 
for depreciation $114,623.78, leaving a net profit for the 
year of $326,332. Ata directors’ meeting held jah. 27; TORT 
the regular quarterly dividend on the preferred stock at the 
rate of 7 per cent per annum, amounting to $80,150, was de- 
clared, and was paid Feb. 1, 19011. ae 

“During the year the well-established policy of keeping 
up your properties in good physical condition was fully 
maintained. I have indicated to you above the large sum 
expended for this purpose and charged to Operating ex- 
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penses. In this connection you w 
amount set aside during the year i 
tion. 

“While the output increased over 
the depreciation of these years, especially 1909, was reflected 
in the output of the first part of 1910. Thouch business 
was then beginning to return to a somewhat normal eons 
dition, much of the work turned out early in the year repre- 
sented contracts taken under strong competition in the 
latter part of 1909. The Output for the latter part of the 
year showed an improvement, and the work now on hand 
has been taken on a satisfactory basis, P 

“T need only call your attention in passing to the excel- 
lent financial condition of your company, as indicated by 
the statements submitted to you herewith. On Dee 31 
1910, your combined companies had orders in process “of 
completion amounting to $2,046,218, with a much improved 
outlook for profitable work. I submit the following con- 
densed balance sheet as of Dec. 31, 1910, and also a con- 
oe statement of the sales and expenditures for the year 

10. : 


ill note the conservative 
nto reserve for deprecia- 


the years 1908 and 1909 


THE J. G. BRILL COMPANY AND SUBSIDI \RY “OMP TIES 
ComBINED BaLance SHEET, Dec. 31, a ss appar 
ASSETS. ; : 

iene ty ia Wa as a ota 3/0’ 07% Wi wrk se 0 Ko. 0 a.8 y graraial eater « $8,353,684 


Bills and accounts receivable ete 
Investments oon eae 
OT a ae eae ae 
PUREE es BSG Bln nah ws gos yoo n'o kk x vex balan 343,027 
$12,504,120 
LIABILITIES. 

RR ROEI CURES CIE na lias d xcdin as p's didn wa dcigwiee ake pe ceeic cen $4,580,000 
aN NN Briel iti pyc Scare wo sina bila nts) Soon gw coc 5,000,000 
Ponds (John Stephenson Company)......................... 7 400,000 


$12,504,120 


THE J. G. BRILL COMPANY AND SUBSIDIARY COMPANIES. 
SALES AND EXPENDITURES FOR YEAR IgQIO. 


Sotal avex anil other income... ........205.5....-- Aiea Broce $5,960,778 
Ss operating, general and administration expenses.......... 5,519,822 
ROT PUM tie aR Seb s can sess sac Oke meas pan acer sae ts, ds si8is $440,956 
Less amount set aside and added to reserve for depreciation... 114,62 
Net profit undistributed, added to surplus................... $326,332 


Surplus account, from previous year...........c0ccccessceues $1,080,004 


ee TENN eal te a os oc ws eo a oe Bn ae Pik om ¢ = ss Reda ets 57,797 

$1,022,207 

ae Th SOT SS ees ee =. 6 ee eee ee 326,332 

vx ’ h $1,348,539 

oray eeewrecmeantiee INNES GOPIERCNE GER oo pc aS oo nos ce ce eee ew aisen 320,600 

Ln PAP TS ge SST as Ge 2 Se ee ee $1,027,939 
Less part of this combined surplus represented by surplus of 
Wason Manufacturing Company, and now set aside for per- 
manent surplus of that company as an addition to its work- 

te CASMEME oul tele cu eiieoeseheaeas ners 8dr ew svsevensviae seve 429,122 

a ae a eee $598,817 


Third Avenue Railroad Reorganization 


James N. Wallace, chairman of the bondholders’ commit- 
tee of the Third Avenue Railroad, New York, N. Y., has 
made public a letter written recently by the committee to 
Robert A. Chesebrough in answer to certain statements 
made by him in a circular which he proposes to send to the 
holders of the first consolidated 4 per cent bonds of the 
Third Avenue Railroad. Mr. Chesebrough and the Chese- 
brough Building Corporation some time ago brought suit 
against the bondholders’ committee to enjoin it from carry- 
ing out the reorganization plan. 

Mr. Wallace asserts that the reorganization has not been 
unduly delayed by the committee. He reviews the various 
proceedings before the Public Service Commission and the 
ultimate rejection of the reorganization plan by the com- 
mission, followed by application to the Supreme Court in 
certiorari proceedings. Unless delayed by the Public Serv- 
ice Commission, counsel for the committee expects to 
argue the matter before the Appellate Division within the 
next 60 days, and to have the matter passed upon by the 
Court of Appeals by April or May, 1911, Mr. Wallace 
says. His letter adds: 

“You state in your proposed circular that under the plan 
of reorganization the former stockholders of the Third 
Avenue Railroad Company were allotted $6,400,000 of bonds 
which you say are given to them. As a matter of fact, 
the stockholders are assessed $7,200,000 1n cash, and against 
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this assessment they are entitled to $6,400,000 of new bonds. 
taken at their face value, and to stock for only 45 per cent 
of the par value of their present holdings, which stock was 
originally issued at par for cash. To characterize this issue 
of $6,400,000 of bonds as a gift or bonus to the former 
stockholders, as you do in your proposed circular, is both 
inaccurate and misleading.” 

Mr. Wallace asserts that the reorganization plan has been 
approved by more than 08 per cent in amount of the holders 
of the consolidated mortgage bonds. 

There is also made public a letter to Mr. Wallace by 
Dy W. Whitridge, receiver of the Third Avenue Railroad, 
stating that gross receipts of the company for the six 
months ended Jan. 1, 1911, exceeded those of the corre- 
sponding period in 1909 by $165,000, and that the net earn- 
ings for the same period, after the payment of all taxes and 
interest of the underlying bonds, as well as on $3,000,000 
receivers’ certificates, were $995,764. Mr. Whitridge added: 
“Included in the operating expenses for this six months was 
an increase in the wages, my own salary, and about $125,000 
of track and car work which I had expected to pay from 
the funds raised upon the reorganization. January shows an 
increase in gross over last year of $45,464. All this makes it 
reasonably certain that the net earnings of the property for 
the current year ending July 1, 1911, will exceed $2,000,000, 
the whole of which would be applicable to the payment of 
interest and dividends on new securities, less only a proper 
provision for depreciation.” 


Court Urges Adjustment of Chicago & Milwaukee Electric 
Railroad Affairs 


Peter S. Grosscup, judge of the United States Court at 
Chicago, is quoted as having stated emphatically that unless 
the affairs of the Chicago & Milwaukee Electric Railroad 
are adjusted or the road is reorganized by March 15, 1911, 
he will not delay foreclosure proceedings against the com- 
pany and that he will appoint another receiver to take 
charge of the company’s affairs and bring about an imme- 
diate settlement. The present receivers have agreed to 
remain with the court as representative advisers. These 
receivers are: W. I. Osborne, vice-president of the Central 
Trust Company, Chicago; D. ‘B. Hanna, Toronto, Can., 
vice-president of the Canadian Northern Railroad, repre- 
senting Canadian interests; George M. Seward, represent- 
ing the interests of A. C. Frost, who organized the road. 

One of the principal reasons which urge the speedy 
termination of the receivership and more stable operating 
conditions is the need for an entrance into Chicago for the 
trains of this road. The present double-track line extends 
from Evanston, 12 miles north of Chicago, to the center 
of the business district of Milwaukee, 84 miles north of Chi- 
cago. The south half of the road serves a very thickly 
populated suburban territory. At present this suburban 
business to and from Chicago is handled very largely by 
steam railroad. The trains of the Chicago & Milwaukee 
Electric Railroad now connect at North Evanston with 
trains of the Northwestern Elevated Railroad Company, 
which require more than an hour to reach the business dis- 
trict of Chicago. The court in urging early settlement of 
the affairs of the company is stated to recommend the 
termination of the receivership because of the desire to 
hasten the negotiations for an entrance to Chicago over 
which the company can run its trains to the business center 
of the city. Two such entrances are said to be open: one 
by way of the present roadway and structure carrying the 
elevated trains now connecting at North Evanston with the 
trains of the Chicago & Milwaukee Electric Railroad and 
the other by way of an extension to connect with the Logan 
Square branch of the Metropolitan West Side Elevated 
Railroad, which has offered a plan for this route. 

In adjusting the affairs of the Chicago & Milwaukee Elec- 
tric Railroad it is expected that $1,250,000 will be required 
to take up receivers’ certificates, about $1,750,000 more to 
rebuild temporary bridges, pay for the present floating debts 
and meet the present obligations to municipalities, and 
about $1,080,000 for miscellaneous improvement and to retire 
outstanding car trust certificates and judgment liens. Judge 
Grosscup pointed out that the main financial problem is to 
raise about $4,000,000 on the first mortgage of the road from 
Evanston to Milwaukee. 
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Chicago (Ill.) Consolidated Traction Company.—The 
bondholders’ protective committee, consisting of William 
F. Harrity, chairman; John B. Parsons and Benjamin Wolf, 
Philadelphia; Henry G. Foreman and Edmund A. Cum- 
mings, Chicago, Ill; Clarence J. Housman, New York, 
N. Y., and J. Nedson Vance, Wheeling, W. Va., in the mat- 
ter of Chicago Consolidated Traction Company 4% per cent 
bonds, has notified the depositing bondholders under the 
agreement of July 1, 1908, that the securities and cash to 
which they will be entitled will be distributed by the deposi- 
taries, viz. the Mercantile Trust Company, New York, and 
the Commercial Trust & Savings Bank, Chicago, IIl., upon 
presentation of their certificates of deposit. The Harrity 
committee, representing minority bondholders, obtained a 
judgment against the Chicago Railways. After negotiations 
with representatives of that company, the claim of the bond- 
holders’ protective committee was settled by the acceptance 
of $675,000, payable in bonds of the Chicago Railways, being 
$425,000 in first mortgage rehabilitation bonds; and $250,000 
in “B” 4 per cent bonds, which will bear 5 per cent interest 
from and after Feb. 1, 1912. For each $1,000 Chicago Con- 
solidated Traction Company bond deposited each depositor 
will receive $299.26 in first mortgage bonds and $187.56 in 
“B” bonds. Sufficient of the bonds received have been sold, 
the first mortgage bonds at 983g and the “B” bonds at 82%, 
to provide funds for the payment in cash of fractional parts 
of bonds. The depositing bondholders have been notified 
to present their certificates of deposit and receive the se- 
curities and cash to which they are entitled under the 
terms of the agreement. 


Columbus, Delaware & Marion Railway, Columbus, Ohio. 
—The coupons due on Aug. I, 1910, on the first refunding 
mortgage 5 per cent bonds of the Columbus, Delaware & 
Marion Railway were paid on Feb. 1, 1911, with interest 
on the amount due, by the Mercantile Trust Company, New 
York, N. Y., with funds received from the receiver of the 
company. The interest due on Jan. I, 1911, on the bonds 
of the Marion Railway, Light & Power Company was paid 
at maturity at the office of the Standard Trust Company, 
New York, N. Y. 


Detroit (Mich.) United Railway.—The Detroit United 
Railway, Detroit, Mich., has declared a quarterly dividend 
of 1% per cent, payable on March 1, 1911. This is the first 
dividend which the company has paid since 1907, when 334 
per cent was paid. 


Fort Dodge, Des Moines & Southern Railroad, Boone, Ia. 
—Judge McPherson, in the Federal Court, has entered an 
order overruling the application to compel the Fort Dodge, 
Des Moines & Southern Railroad to operate the portion of 
the line between Newton and Des Moines Junction, 30 
miles, which is part of the Newton & Northwestern Rail- 
way. The receiver has, however, directed the company to 
send cars with a locomotive twice a week for four weeks 
over the road to handle any freight that has accumulated. 
The statement is made that the gross receipts of this part 
of the line are much less than the operating expenses and 
that the $250,000 which would be necessary to electrify this 
division cannot be raised. 


Hudson & Manhattan Railroad, New York, N. Y.—Hold- 
ers of the 6 per cent notes of the Hudson Companies, due 
Oct. 15, 1911, have received from Harvey Fisk & Sons, New 
York, N. Y., a circular embodying an offer of the company 
to extend the notes for two years, to Oct. 15, 1913. A cash 
payment of $15 will be made on each $1,000 note if the 
holder accepts the offer of extension. The extended notes 
will also be convertible into bonds of the Hudson & Man- 
hattan Railroad, which are pledged as security for the notes 
of the Hudson Company. 


Ocean Shore Railroad, San Francisco, Cal.—The Ocean 
Shore Railway, the sale of which under foreclosure was 
noted in the Evecrric Rartway JournaL of Jan. 28, IQII, 
page 182, was taken over by the new owners in the name 
of the Ocean Shore Railroad, which is organized tem- 
porarily as follows: S. W. Reynolds, agent for owners; 
A. H. Otis, general manager; J. W. Crosby, auditor: W. F. 
Gleeson, general freight and passenger agent; F..M., Liston, 
purchasing agent and storekeeper; H. M. McCartney, chief 
engineer; C. M. Stansbury, master mechanic... It is re- 
ported that the recently incorporated United Properties 
Company of California is considering the purchase of the 
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Ocean Shore Railroad with the idea of making it a part of 
the extensive system which it proposes to develop. 

Philadelphia (Pa.) Rapid Transit Company.—The special 
committee of the directors of the Union Traction Company, 
consisting of Robert A. Balfour and George W. Elkins, 
which has been considering the plan proposed iy, a Eee eles 
Stotesbury, of Drexel & Company, Philadelphia, Pa., for 
refinancing the Philadelphia Rapid Transit Company has 
reported to the directors of the Union Traction Company 
the details of the plan and the report has been approved. 
The special meetings of the stockholders of the ‘Philadel- 
phia Rapid Transit Company and the Union Traction Com- 
pany at which the plan will be presented will be held on 
Feb. 28, 1911. 

Portland Railway, Light & Power Company, Portland, 
Ore—A quarterly dividend of 1 per cent has been declared 
payable on the $16,250,000 of stock of the Portland Railway, 
Light & Power Company, as readjusted according to the 
plan to retire the preferred stock by redemption at 105, as 
noted in the Exectric Ratway JourNAL of Nov. 19, I9T0, 
page 1044, and Dec. 10,1910, page 1170. The dividend is 
payable on March 1, 1911, to holders of record of Feb. 11, 
1911, and is the same rate as was paid from September, 
1909, to December, 1910, on the $10,000,000 of common 
stock of the company, the amount outstanding prior to the 
retirement of the $5,000,000 of preferred stock. 

Rochester Railway & Light Company, Rochester, N. Y.— 
The Public Service Commission of the Second District of 
New York has authorized the Rochester Railway & Light 
Company to issue $832,000 par value of its first consolidated 
5 per cent gold mortgage bonds. The proceeds derived from 
the sale of the bonds are to be used to pay indebtedness 
incurred for proper capital purposes. The order requires 
that the bonds shall be sold at not less than 95. 

York (Pa.) Railways—A special meeting of the stock- 
holders of the York Railways has been called for March 21, 
IgII, to act on the question of approving a proposed 
issue of not. exceeding $700,000 par value of short-term 6- 
per cent collateral trust gold notes of the company, secured 
by a pledge of the company’s first-mortgage 5 per cent gold 
bonds maturing Dec. 1, 1937, in the sum of $840,000, or a 
ratable part thereof, as collateral security for payment. 


Dividends Declared 


Detroit (Mich.) United Railway, 1% per cent. 

Elmira Water, Light & Railroad Company, Elmira, N. Y., 
2% per cent, preferred. 

Northern Texas Electric Company, Fort Worth, Tex., 3 
per cent, preferred; quarterly, 1% per cent, common. 

Rochester Railway & Light Company, Rochester, N. Y., 
quarterly, 114 per cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


CENTRAL PENNSYLVANIA TRACTION COMPANY. 


Gross Operating Net Fixed Net 

Period. Revenue. Expenses. Revenue. Charges. Income. 
rm, Dec. "10 $73,791 $51,073 SSR FIST” cocop eel. eke eee 
I A : 09 66,741 49,292 IP, 449 “sedans UP ane 
I 10 831,167 591,501 339,666 “4“ivtnws Weenie 
Yoo a 09 754,488 558,812 95,096 © Utne Poe 

DETROIT UNITED RAILWAY, - 

rm. Dee. *10 $779,973 $494,278 $285,605 $166,760 $118,935 
Li RE Se 708,864 427,041 280,923 156,730 124,193 
ly “ A 9,497,987 5,081,065 3,516,922 2,030,622 1,486,300 
12 090 8,192,389 5,042,724 3,149,665 1,880,129 1,269,536 


MILWAUKEE ELECTRIC RAILWAY & LIGHT COMPANY. 


im., Dec. ‘to $428,652 $285,203 $143,448 $10,860, $132,589 
re _ *09 400,354 271,626 128,728 23,031 105,697 
12" *10 4,789,815 3,304,902 1,484,912 527,076 957,836 
12 09 4,355,007 2,844,384 1,510,623 543.345 967,278 
port ele LIGHT, HEAT & TRACTION COMPANY. 
Im., Jec. ’50 $177,294 $51,255 $126,039 $48,161 878 
bite ¥ *09 166,770 46,584 120,187 55,610 of Shes 
12 * *r0 1,847,788 645,170 1,202,619 656,411 546,207 
12 09 1,519,780 549,774 970,006 621,640 348,366 


NORFOLK & PORTSMOUTH TRACTION COMPANY. 


im. Dec, to $179,111 $94,878 $84,233 $60,491 23,742 
m * *09 163,444 95,393 68,051 65,242 : 2,809 
6 “ a 10 1,079,822 598,058 481,764 377,260 104,504 
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Sls JOSEPH RAILWAY, LIGHT, HEAT & POWER COMPANY. 
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*Includes taxes. 
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Trafticand Transportation 


Marketing Farm Products by Electric Railway 


Edward C. Spring, traffic manager of the Lehigh Valley 
Transit Company, Allentown, Pa., addressed the Movable 
School of Agriculture at Allentown recently on “The Re- 
lation of the Farmer to the Transportation Companies.” 
Mr. Spring said, in part: 

“Much has been told the farmer about how to prepare 
the ground, till the soil and plant to produce the best re- 
sults, but little has been told him about how to find a market 
for his product after its development. The electric rail- 
ways during the past few years have brought about a won- 
derful change in the farming communities. The handling 
of fruit and garden truck on account of the dispatch of 
carrying these perishable goods is fast becoming of great 
Importance not cnly to the interurban companies, but to 
the farmer. The placing of the farmer in close touch with 
the markets of the civilized world through the medium of 
electric railways offers in itself one of the greatest induce- 
ments to a farming community. Freight stations and plat- 
forms are erected along the lines to enable the handling of 
freight more carefully and with greater dispatch, which 
also make a convenient place for the transfer of goods to 
the teamster. In all cases the interurbans are offering 
better inducements to the shippers than the steam roads, 
and as the industrial and commercial needs press the elec- 
tric railways to keep pace with the demand for greater 
freight transportation, this need will be met in the same 
energetic and progressive manner as has characterized the 
past development of passenger transportation. The car- 
rying of the daily papers and mail by the electric railways, 
with rural free delivery, causes them to reach the farmer 
as soon as the business man in the large cities, putting 
him in an independent position in placing his commodities. 

“The community in and about Allentown is splendidly 
served, as far as the farmer is concerned, by the Lehigh 
Valley Transit Company, which, having recently estab- 
lished a fast express service at freight rates between points 
on its line and Philadelphia, is in a position to cater to 
the wants of the farmer in the placing of his product. 
The establishment of a brokerage department by the com- 
pany, whereby the farmer can secure a market fer his 
commodity without going to the city or taking up his 
time, but by simply getting in touch with the Electric 
Express Company, which is in communication with the 
markets of Philadelphia and vicinity, enables him to have 
his goods placed almost immediately. The company per- 
forms the service without any expense to the farmer. Such 
features as these make an ideal service, which cannot but 
appeal to the farmer and be appreciated by him. 

“The time is past when the farmer does not put a 
valuation upon his own time and that of his team. With 
up-to-date farming management these two factors are 
entering in the maintenance account to a large extent. 
Where the farmer can place his commodities upon the 
electric cars he can utilize not only his own time but that 
of his team to a great advantage at home rather than driv- 
ing to market. There is no agency that has done more 
than the advent of the electric railways to broaden out the 
social conditions of the farmer and his family; his chil- 
dren can enjoy the advantages offered by adjacent cities 
in the matter of education, libraries and many other things 
which tend to elevate and make the home more beautiful 
and more attractive. 

“The exodus of the young man from the farm to the 
cities is an extremely alarming problem. The seductive 
environment of our large cities has attracted many boys 
into a problematical future, and every father and every 
mother should see to it that the home environments and 
the pleasures and recreations that are allowed the boy 
are of such a nature and of such attraction that the boy will 
have inducements to keep him in a position which offers 
him greater possibilities to-day and a greater future than 
any line, either professional or commercial, can offer him 
in the large cities of the country. Every. boy on the farm 
should weigh well his condition and compare his station in 
life with that which must needs come after he leaves the 
farm. The independence, the freedom of action, the unre- 
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stricted life and healthy environments which are charac- 
teristic of the farmer’s life are not to be found in any 
other walk of life. You have no greater ally than the 
transportation companies in the development and the main- 
tenance of your great work.” 


Hartford & Springfield Street Railway’s Express Serv- 
ice.—The Hartford & Springfield Street Railway, Ware- 
house Point, Conn., has established express service be- 
tween Somers, Somerville, Thompsonville, Enfield and 
Warehouse Point. 


Freight Service Between Philadelphia and Reading.—The 
Reading (Pa.) Transit Company has announced that it will 
establish freight service between Chestnut Hill, Philadel- 
phia, and Pottstown. The plan is eventually to establish 
service between Philadelphia and Reading. 

Complaint About Service in Troy.—The Public Service 
Commission of the Second District of New York has re- 
ceived a complaint from the Common Council of Troy ask- 
ing for an investigation and report as to the need of better 
service by the United Traction Company in the north end 
of Troy. 


Transfers in Bronx Borough.—Frederick W. Whitridge, 
receiver of the Union Railway, has notified the Public Serv- 
ice Commission of the First District of New York that he 
has arranged with the New York. City Interborough Rail- 
way to exchange transfers between lines of the two com- 
panies at West Farms. The New York City Interborough 
Railway, which is controlled by the Interborough Rapid 
Transit Company, recently put a line into operation in 
Tremont Avenue as far east as Unionport. Ultimately it 
will be extended to Locust Point, on the Sound. Transfers 
will be exchanged between this line and the Boston Road 
and Southern Boulevard lines of the Union Railway in the 
Rorough of the Bronx. 


Fare Between St. Louis and East St. Louis.—Alleging 
that a reduction of the rate of fare across the Mississippi 
River at St. Louis would be ruinous to them, the street rail- 
ways operating between St. Louis and East St. Louis asked 
an injunction against the City of East St. Louis in the 
Federal Court at Danville, Ill., on Feb. 8, 1911, to prevent a 
change. Judge Francis Wright took the matter under ad- 
visement. Attorneys for the complainants in their bill 
assert the bridges across the Mississippi were constructed 
at great cost and if the fare is reduced from Io cents to 5 
cents it would be impossible to realize a sufficient percent- 
age on the investment to pay the interest, operating ex- 
penses and accumulated. debts. The East St. Louis Rail- 
way and the East St. Louis Electric Railway are the com- 
plainants in the action. 

Increase in Fare by Toledo & Chicago Interurban Rail- 
way.—The Toledo & Chicago Interurban Railway, Kendall- 
ville, Ind., announced an increase in its round-trip fares and 
in its single tickets from Fort Wayne to Kendallville, Au- 
burn and Waterloo, effective on Feb. I, 1911. Previous to 
eb. 1, 1911, the round-trip fare from Fort Wayne to Ken- 
dallville was $1 and the single fare 55 cents. Under the 
new schedule the round-trip rate is $1.15 and the single fare 
to Fort Wayne 65 cents. The round-trip rate to Auburn 
previous to Feb. 1, 1911, was 85 cents and the single fare 
50 cents, while under the new tariff the rates are 90 cents 
and 50 cents respectively. An increase of 5 cents and 10 
cents is made in the single and round-trip rates to Water- 


loo. The present round-trip rate is $1, while the new rate 
is $1.10. The single-trip rate, formerly 55 cents, is now 
60 cents. 


Interstate Commissioner Inspects Illinois Traction Sys- 
tem.—James S. Harlan, of Illinois, member of the Inter- 
state Commerce Commission, announced recently that he 
would inspect the Illinois Traction System principally to 
obtain information whereby the provisions of the safety 
appliance law could be interpreted with regard to the 
interurban electric railways engaged in interstate com- 
merce. Mr. Harlan was quoted as follows. in regard to 
the proposed inspection: “I wish to become thoroughly 
informed about the business of the Illinois Traction Sys- 
tem, and a considerable part of the distance between St. 
Louis and Chicago will be included in a trip over that com- 
pany’s lines. The electric railways engaged in interstate 
traffic are subject to the commission, and we have had 
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several cases relating to the Illinois Traction System. I 
desire to learn all I can about the properties. 


Proposed Traffic Agreement in Detroit—Brief mention 
was made in the Erecrric RAILWAY JouRNAL of Feb. 11, 1911, 
page 283, of the proposed operating agreement between 
the Detroit United Railway and the Michigan United Rail- 
way. Wm. B. Thompson, Mayor of Detroit, has expressed 
himself as being opposed to any operating agreement being 
entered into between the companies, and has written the 
following letter to the Michigan United Railways: “I have 
been informed from reliable sources that your company is 
about to enter into a contract or agreement with the Detroit 
United Railway whereby your cars will be operated in this 
city upon the lines and over the tracks of the Detroit United 
Railway. I wish to call your attention to the fact that the 
Detroit United Railway has no franchise rights upon a great 
many of the streets in this city, and we hope that within a 
short time the courts, where litigation to that end is now 
pending, will have so declared. You are therefore hereby 
notified that this city will, so far as my power extends, resist 
the right of your company to occupy the streets and operate 
cars upon tracks now laid or hereafter to be laid unless you 
first secure permission from the municipality. If you pro- 
ceed to carry out any arrangement with the Detroit United 
Railway to bring your cars into this city over its tracks 
you may expect to meet with the opposition of the author- 
ities of this city so far as I am able to control the situ- 
ation.” : 


Bridge, Tunnel and Ferry Traffic in New York.—The 
Public Service Commission has issued a report showing the 
annual count of passenger traffic across the East River be- 
tween Manhattan and various parts of Long Island taken on 
Noy. 10 and 11, 1910, beginning at midnight on Nov. 9. The 
Brooklyn and Williamsburg bridges and the ferries were 
taken on Nov. 10; the subway, the Pennsylvania Railroad 
tunnels and the Queensboro Bridge on Nov. 11. A separate 
count of the Manhattan Bridge was made on Novy. 17, I9gI!o. 
The Queensboro Bridge showed the largest ratio of increase 
ovef 1909, namely, 68.5 per cent; the Williamsburg Bridge 
increased 13.5 per cent, the subway 8.5 per cent and the 
Brooklyn Bridge 4.6 per cent. The ferries showed a loss 
of 1 per cent. The count includes passengers crossing the 
ferries in horse vehicles and automobiles, which were not 
included in the count of 1909. The total number of persons 
crossing from Long Island to Manhattan was 491,220, an 
increase of 47,555 over 1909; the total number crossing from 
Manhattan to Long Island was 487,797, an increase of 50,575. 
In percentages the traffic to Manhattan increased 10.7 per 
cent, while that from Manhattan increased 11.3 per cent. 
The combined figures show that the total traffic both ways 
across the river is closely approaching the 1,000,000 mark, 
having been 979,023 for one day in 1910. Allowing for the 
loss of 1418 in ferry traffic, this was a net gain for the year 
of 96,712, or II per cent. 


Effort to Reduce Railway Casualty Records.—The League 
of Public Safety, with headquarters at Chicago, Ill, is mak- 


ing a national effort to reduce the loss of life in railway. 


operation throughout the United States by seeking statutes 
to prohibit trespassing on rights of way, which is one of 
the major causes for casualties, the enlistment of railway 
officials and employees in a systematic war on accidents 
and also the adoption of safeguards. According to the last 
bulletin of the League of Public Safety the efforts will be 
along well-defined and constructive lines. It states that 
“about half of the persons killed and injured in railway 
accidents in the United States are making a thoroughfare 
of dangerous ground and in a great many cases railway 
rights of way. In most States there are no laws to prohibit 
trespassing and children and others who do not know the 
hazard may go into that danger and do and are killed be- 
cause no one is empowered to stop them.” The bulletin 
also states that “signal safeguards must be more generally 
adopted. Only 65 per cent of the steam railway and prac- 
tically none of the electric interurban mileage is protected.” 
The organization, practically completed, is now in the hands 
of a board representing the State railroad commissions of 
Indiana, Mississippi, Illinois and Louisiana, the Red Cross 
Society, Federation of Women’s Clubs, casualty insurance 
interests and other organizations. W. J. Wood, Railroad 
Commissioner of Indiana, is chairman, 
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Personal Mention. 


Mr. A. E. Peters, formerly assistant secretary of the De- 
troit (Mich.) United Railways, has been elected secre- 
tary of the company to succeed Mr. Edwin Henderson 


Mr. John I. Beggs, president and general manager oO! the 
Milwaukee Electric Railway & Light Company, Milwaukee, 
Wis., has been elected president of the St. Louis Car Com- 
pany, St. Louis, Mo. ’ 

Mr. Edward Missner, chief clerk of the Milwaukee Elec- 
tric Railway & Light Company, Milwaukee, Wis., has been 
appointed assistant to Mr. John I. Beggs, president of the 
St. Louis Car Company, St. Louis, Mo. 

Mr. T. E. Rust, chief engineer of the Waterloo, Cedar 
Falls & Northern Railway, Waterloo, la. will hereafter 
perform the duties which devolved upon the late VS Pec 
Newton as consulting engineer of the company. 

Mr. L. H. Lathrop has been appointed superintendent ot 
the Menominee & Marinette Light & Traction Company, 
Menominee, Mich., to succeed Mr. W. R. Putnam, whose 
resignation from the company was announced recently in 
the ELectric RAILWAY JOURNAL. 


Mr. James P. Kineon has resigned as superinterfdent of 
transportation of the New York & Long Island Traction 
Company and the Long Island Electric Railway, Jamaica, 
N. Y., and has accepted a position as superintendent of the 
Ocean Electric Railway, Glen Cove Railway, Northport 
Traction Company, Nassau County Railway and the Hunt- 
ington Railway, all controlled by the Long Island Railroad, 
effective Feb. 15, IQII. 


Mr. W. A. Haller has again become connected with San- 
derson & Porter, engineers and contractors, New York, 
N. Y. Mr. Haller was associated with Sanderson & Porter 
from 1900 until 1908, at which time he became general mana- 
ger of the Mobile Light & Railway Company, Mobile, Ala. 
Early in 1909 he took the position of general manager and 
engineer of the Oklahoma Railway Company, which position 
he has filled until recently. 

Mr. V. W. Berry, who has been master mechanic of the 
Houston (Tex.) Electric Company, has been appointed su- 
perintendent of the Galveston-Houston Electric Railway, 
and superintendent of rolling stock of the Houston Electric 
Company, Galveston Electric Company and the Galveston- 
Houston Electric Railway. Mr. Berry has been in the 
employ of the Stone-Webster Management Association for 
six years as master mechanic of the Dallas Street Railway. 
master mechanic of the Houston Electric Company and dis- 
trict master mechanic for all the Stone & Webster prop- 
erties in Texas. He has had 15 years’ active experience in 
handling city and interurban railways. 

Mr. I. B. Clarke has been appointed superintendent of the 
New York & Long Island Traction Company, with head- 
quarters at Hempstead, Long Island, and of the Long Island 
Electric Railway, with headquarters at Jamaica. Mr. Clarke 
has recently been assistant superintendent of elevated lines 
of the Brooklyn Rapid Transit Company and as such won 
an enviable record in the successful handling of men. He 
is a native of Atlanta, Ga., and a graduate of Cornell Uni- 
versity in the class of 1900. After leaving college Mr. Clarke 
was with the Westinghouse Air Brake Company for a short 
while and became connected with the Brooklyn Rapid Tran- 
sit Company in 1905 as supervisor of elevated motormen. 
While in this position he devised and placed in execution a 
very successful method of training the men in charge of the 
elevated trains. He extended this system later when he 
was made supervisor of motormen for both the elevated and 
the surface lines. Mr. Clarke was appointed assistant super- 
intendent of elevated lines of the Brooklyn Rapid Transit 
Company on June 21, 1008. 


OBITUARY 
William La Croix, president of the Nahant & Lynn Street 
Railway, Lynn, Mass., is dead. 
George Moses, Eastern and Southern representative for 
ba B. Sipe & Company, died Jan. 15, 1911, at Pittsburgh, 
ay 
Edward Merritt, president of the Brooklyn (N. Y.) City 


Railroad, a subsidiary of the Brooklyn Rapid Transit Com- 
pany, is dead. 


FEBRUARY 18, IQIT.] 


Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a 
‘reported. 


project not previously 


RECENT INCORPORATIONS 

Sand Springs Interurban Railway, Tulsa, Okla—Incorpo- 
rated in Oklahoma to build a 6-mile electric railway to con- 
nect Tulsa and Sand Springs. Capital stock, authorized, 
-$50,000; issued, $50,000. Power will be obtained from the 
Tulsa Corporation, and repair shops will be located at 
‘Sand Springs. Officers: Charles Page, Tulsa, president; W. 
E. Rohde, Tulsa, superintendent, and W. H. Henderson, 
‘chief engineer. Headquarters, 417 First National Bank 
Building, Tulsa, Okla. [E. R. J., Feb. 4, ’11.] 

Pittsburgh, Butler, Slippery Rock, Grove City & Northern 
Street Railway, Butler, Pa—Application for a charter will 
be made in Pennsylvania on Feb. 29 by this company to 
build a 26-mile electric railway to connect Butler, Slippery 
Roék, Grove City, Prospect, West Liberty, Center, Franklin, 
Brady, North Liberty and Pine. Incorporators: William 
C. McCandless, John Troutman, F. L. Forrester, John C. 
Kerr and William M. Galbraith. [E. R. J., Oct. 8 ’10.] 

Moose Jaw (Sask.) Electric Railway, Ltd—Incorporated 
in Saskatchewan to build an electric railway in Moose Jaw 
and to the adjoining towns. Capital stock, $500,000. Incor- 
porators: D. R. Street, A. H. Dion and N.-J. Ker, all of 
(Sttawa [re Rot. Now. 26, °12.] 

Terrell Well Company, San Antonio, Tex.—Incorporated 
in Texas to build a 5-mile electric railway to connect San 
José and San Antonio. Construction has begun. The com- 
pany will purchase power from the San Antonio Traction 
Company and will operate five cars. Capital stock, author- 
ized, $100,000. Stock issued, $100,000. Officers: C. D. Gar- 
rett, St. Louis, president; J. D. Oppenheimer, San Antonio, 
vice-president; A. L. Matlock, San Antonio, secretary; Dr. 
Frederick Terrell, San Antonio, treasurer; A. D. Powers, 
San Antonio, general manager and purchasing agent; H. W. 
Hamilton, superintendent, and W. J. Kelly, chief engineer. 
eerie te tan. SY, 1k) 

Washington & Barcroft Traction & Power Company, Bar- 
croft, Va.—Incorporated in Virginia to build a 7-mile elec- 
tric railway through Alexandria and Fairiax counties. Off- 
cers: F. C. Handy, Barcroft, president; W. W. Wright, Bar- 
croft, vice-president, and C. B. Munson, Arlington, secre- 
tary. 


FRANCHISES 


Los Angeles, Cal.—The Los Angeles-Pacific Railway has 
asked the City Council for permission to electrify the old 
Santa Monica steam railroad, which extends from Clements 
Junction, at Thirty-eighth Street and Alameda Street, west 
across Los Angeles to the west boundary, and then directly 
to Santa Monica. 

Los Angeles, Cal—The Los Angeles Railway has asked 
the City Council for a franchise to build a cross-town line in 
Los Angeles. 

Modesto, Cal.—The San Joaquin Valley Electric Railway 
has received a franchise from the Trustees to build its 
railway over certain streets in Modesto. 

Petaluma, Cal.—The Petaluma & Santa Rosa Railway has 
received a franchise from the City Council to build an ex- 
tension along the river to Point Pedro. E. M. Van Frank, 
president. [E. R. J., Feb. 11, ’11.] 

Meriden, Conn.—The Meriden, Middletown & Guilford 
Railway, Meriden, has asked the General Assembly for an 
extension of time in which to build its proposed 20-mile 
electric railway from Meriden to Guilford, via Middletown, 
and for the right to extend the line into North Branford 
and in Middletown. Francis Atwater, Meriden, president. 
[E. R. J., Nov. 20, ’o9.] 

Gary, IJl.—The Gary & Interurban Railway has received 
a franchise from the Council to extend its line to the city 
limits on South Broadway in Gary, 

*Paris, Ill—Charles F. Propst will ask the Council for a 
franchise to build a line into Paris. The railway is pro- 

jected between Mattoon and Charleston. 
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Urbana, Ill.—The Danville, Urbana & Champaign Rail- 
way has received a franchise from the City Council to build 
its electric railway on Cunningham Avenue, in Urbana. 

New Bedford, Mass.—The Union Street Railway, New 
Bedford, will ask the Board of Aldermen for a franchise to 
extend its railway to Bolton Road in the south end of New 
Bedford, 

_*Scituate, Mass.—The citizens of Scituate will ask the 
Council for a franchise to build an 8-mile electric railway 
between Scituate Harbor and Rockland. 


_, Lambertville, N. J.—The New Jersey & Pennsylvania 
Traction Company has received a franchise from the Board 
of Public Utility Commissioners to extend its tracks in 
Lambertville. 

White Plains, N. Y.—The Hudson River & Eastern Trac- 
tion Company, Ossining, has filed an application with the 
Public Service Commission for permission to construct its 
railway from Ossining to White Plains, via Sherman Park. 


*Rocky Mount, N. C.—W. H. Howell, Scotland Neck, and 
Robert McDonald, Tarboro, representing Baltimore capi- 
talists, will ask the Aldermen for a franchise to build an 
electric railway through Rocky Mount. 

Geneva, Ohio.—The Cleveland, Painesville & Ashtabula 
Railroad, Cleveland, will ask the City Council for a seven- 
year extension of its franchise to build its railway in 
Geneva. 

Youngstown, Ohio.—The Lake Erie & Youngstown Rail- 
way has received a franchise from the City Council to build 
its line in Youngstown, It will connect Conneaut, Andover 
and Youngstown, also with the Youngstown & Southern 
Railway, which extends from Youngstown to East Liver- 
pool, [En Re aues 28; oo)! 

Ottawa, Ont—The Morrisburg & Ottawa Electric Rail- 
way, Ottawa, has asked the Council for a franchise to build 
its railway along Main Street to connect with the Ottawa 
Street Railway in Ottawa. C. M. Willard, Morewood, Ont., 
president. [E. R. J., Nov. 14,°’08.] 

Sarnia, Ont.—The Imperial Traction Company, Hamil- 
ton, has asked the Common Council for a franchise to 
build an electric railway in Sarnia. It will connect Hamil- 
ton, Guelph, Berlin, Stratford, St. Mary’s, London, Inger- 
soll, Woodstock, Brantford, Niagara Falls and Sarnia. L. 
B. Howland, Toronto, is interested. [E. R. J., Dee. 
31, “10-] 

Campbelltown, Pa.—The Lebanon & Campbelltown Street 
Railway has asked the City Council for a franchise to build 
an electric railway in Campbelltown. S. M. Hershey is 
interested. [E. R. J., Dec. 31, ’I0.] 


*Mauch Chunk, Pa.—Franchises are being obtained by 
Philadelphia capitalists from the Councils to construct an 
electric railway between Slatington and Lehighton, to con- 
nect with the Lehigh Traction Company at Slatington and 
with the Carbon Transit Company at Lehighton. This rail- 


_way will be 12 miles long, and when completed will be the 


connecting link from Pottsville to Philadelphia. It will 
pass through Palmerton, Hazard, Bowmanstown, Parry- 
ville, Harrity and Weissport. 

Waco, Tex.—The Citizens’ Railway has received a fran- 
chise from the City Commissioners to extend its railway 
on North Ninth Street in Waco. 

Norfolk, Va—The Norfolk & Portsmouth Traction Com- 
pany, Norfolk, has received a franchise from the Mayor and 
City Council to lay T-rails on Olney Road and Botetourt 
Street in Ghent. 

Spokane, Wash.—The Spokane & Inland Empire Railroad 
has received a franchise from the City Council to extend its 
line over certain streets in Spokane. 

Wheeling, W. Va.—The Pan-Handle Traction Company, 
Wheeling, has asked the City Council for a 50-year fran- 
chise to construct a third-rail line from Jonathan’s Ravine 
north to the city limits. 


TRACK AND ROADWAY 


Fresno, Coalinga & Tidewater Company, Fresno, Cal.— 
This company advises that it proposes to build, the 
Fresno, Coalinga & Monterey Railway and as soon as 
surveys are made it will begin the construction of the rail- 
way to connect Fresno, Coalinga, Hollister, Salinas and 
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Monterey. Capital stock authorized, $100,000; capital stock 
issued, $30,000. Officers: T. C. White, Fresno, president; 
Charles J. Shaw, Hollister, vice-president and general man- 
ager; Albert Albrecht, Fresno, secretary; H. H. Alexander, 
treasurer, and J. S. Bates, Fresno, electric engineer. [E. R. 
Vn, elas ele rea 

Monterey & Del Monte Heights Railway, Monterey, Cal.— 
During this year this company will build a 1¥%4-mile exten- 
sion from the center of Monterey to the city limits and a 
16-mile extension from Del Monte Heights to Salinas. 


Northern Electric Railway, San Francisco, Cal.—Con- 
tracts have been awarded to the American Bridge Company, 
New York, N. Y., by this company for steel work and 
machinery for two 125-ft. fixed spans and one 4oo0-ft. draw 
span constituting material for joint railway and highway 
bridge across the Sacramento River at foot of M Street, 
Sacramento, connecting Yolo and Sacramento Counties. 
The Missouri Valley Bridge & Iron Company, Leaven- 
worth, Kan., has been awarded the contract for piers, abut- 
ments and foundation for above bridge. The company will 
soon award the contracts for the erection of steel work 
and electrical machinery and interlocking signal system. 


Brooklyn, Conn.—William Clewley, who is promoting an 
electric railway to connect Brooklyn, Danielson and Ballou- 
ville, is making preparations to survey the route. [E. R. J., 
Nov. 19, ’Io.] ; 

Middle Georgia Interurban Railway, Atlanta, Ga.—Work 
has been begun by this company on its railway between 
Jackson, Griffin and Social Circle. Grading is being done 
from Indian Springs to Jackson. 

Indianapolis, Crawfordsville & Western Traction Com- 
pany, Crawfordsville, Ill—An extension of 42 miles will be 
built by this company to connect Crawfordsville, Ind., and 
Danville, Ill., during 1911. 

Chicago, Ottawa & Peoria Railway, La Salle, Ill.—This 
company, which is a part of the Illinois Traction System, 
advises that it will award contracts within the next few 
weeks for grading and for concrete and bridge construc- 
tion work on its 25-mile extension between Morris and 
Joliet. F. E. Fisher, superintendent of construction, Joliet, 
Ill., is in charge of the work. 

Illinois Traction System, Peoria, Ill.—This company is 
preparing plans for a 30-mile extension from Beatrice to 
Adams. The proposition provides that the amount of $300,- 
ooo of stock must be subscribed by Gage County in order 
to build this extension. The matter is being considered 
by the Commercial Club of Beatrice. 

Albia (Ia.) Interurban Railway.—A 9-mile extension will 
be built from Albia to Baxton by this company during rott. 


Tri-City Railway, Davenport, Ia.—Surveys are being 
made and construction is about to begin by this company 
on its 20-mile extension between Davenport and Musca- 
tine. The company plans to double-track the line on the 
principal streets of all the cities in which it operates. Funds 
to carry out these plans will be raised by the sale of bonds, 

Lexington & Interurban Railways, Lexington, Ky.— 
About 2 miles of new track will be constructed by this 
company in Lexington during rot. 


Winnipeg (Man.) Electric Railway.—Several extensions, 
including a line to Winnipeg Beach, will be built by this 
company during this year. 

Winona Railway & Light Company, Winona, Minn.— 
About one mile of new track will be built by this company 
in Winona during tort. 

Mankato (Minn.) Electric Traction Company.—This com- 
pany expects to make a permanent survey in the spring for 
its proposed extension between Mankato and St. Peter. 
Henry E. Hance, Mankato, general manager. 


Interstate Railway, Kansas City, Mo.—About 48 miles 
of main track and 5 miles of sidings will be built during 
1911 by this company. 

Kansas City, Lawrence & Topeka Electric Railroad, Kan- 
sas City, Mo.—A 24-mile extension to connect Zarah and 
Lawrence will be constructed by this company during rort. 


Grands Forks (N. D.) Street Railway.—This company 
expects to build during the year a 1t-mile extension from 
Grand Forks to East Grand Forks. 
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Ohio Electric Railway, Cincinnati, Ohio.—As a result of 
recent arrangements for financing the needs of this com- 
pany it is stated that the line extending from Columbus to 
Newark and Zanesville will be greatly improved, the inter- 
urban depot at Columbus will be built and connections and 
extension east of Columbus will probably be made. 


Fostoria & Fremont Electric Railway, Fostoria, Ohio.— 
The temporary injunction which prevented this company 
from entering the land owned by the Lake Erie & Western 
Railroad at Hamler was dissolved by Judge W. P. Hender- 
son on Feb. 6, and the work delayed at this point will be 
completed at once. J. D. McDonel, secretary. [E. R. J., 
Wekiay. Ge A s0,,)| y 

*Lancaster, Ohio.—J. H. Litteral, Dr. F. P. Barr and 
C. W. Rowlee, Lancaster; D. L. Mauger, Basil; E. E. Has- 
kins, Granville, and George Ruffner and Clark Suphen, Balti- 
more, Ohio, are at the head of a movement to build an 
electric railway between Lancaster and Buskeye Lake, a dis- 
tance of 20 miles, and it is said that a company will be 
incorporated shortly for that purpose. The line will pass 
through Thurston and Pleasantville, and have its northern 
terminus at Summerland Beach. It will enter Lancaster 
over the tracks of the Scioto Valley Railway, it is said. At 
Buckeye Lake it will connect with the Newark line of the 
Ohio Traction Company. Spurs will be built to Basil and 
Baltimore. 


Southeastern Ohio Railway, Light & Power Company, 
Zanesville, Ohio.—It is said that the directors of this 
company have decided to extend the railway from Crooks- 
ville to New Lexington, Ohio, during the coming summer. 
It will not follow the Cincinnati & Muskingum Valley Rail- 
road, as at first planned, but will run direct across the 
country through McLuney, Wilbren and Rehoboth. 


Toronto (Ont.) Railway.—This company will finish build- 
ing about 20 miles of single track in Toronto during Ig1l. 

Toronto Suburban Railway, Toronto Junction, Ont—A 
15-mile extension from Toronto to Brampton will be built 
by this company during IgIt. 


Oregon Electric Railway, Portland, Ore—This company 
will build from Albany to Eugene, a distance of 70 miles, 
during Iort. 


Schuylkill & Dauphin Traction Company, Pottsville, Pa.— 
A 3-mile extension will be built by this company during 
IOTl. 

Scranton & Binghamton Traction Company, Scranton, 
Pa.—lIt is stated that this company will soon begin work 
on an extension of the Northern Electric Railway from 
Factoryville to Nicholson, Binghamton, Brooklyn and 
Montrose. Rights-of-way have been secured and surveys 
made as far as Binghamton. This proposed 62-mile electric 
railway will connect Franklin Forks, Lansville, Conklin, 
Corbettsville, Brooklyn, Lindaville, Montrose and Bing- 
hamton.. W. L. Connel, Scranton, president. [E. R. Ie 
OC 20). 700) 

Shawinigan Water & Power Company, Montreal, Que.— 
This company expects to electrify about 5 miles of steam 
railroads in Montreal during torr. 

Sioux Falls (S. D.) Traction System.—About 3 miles of 
new track will be built in Sioux Falls by this company 
during Iogrt. 

Corpus Christi Street & Interurban Railway, Corpus 
Christi, Tex.—During ro1r this company will build about 
6 miles of new track in Corpus Christi, 

Spokane Northern Electric Railway, Spokane, Wash.— 
This company advises that it has completed surveys, se- 
cured rights-of-way and begun grading for its proposed 35- 
mile railway to extend from Spokane to the top of Mount 
Carlton. The company will probably furnish power for 
lighting purposes. Capital stock authorized, $250,000. Stock 
issued, $250,000. Officers: Francis H. Cook, 307 Howard 
Street, Spokane, president; L. C. Cook, secretary, and Silas 
W. Cook, treasurer. [E. R. J., March aoe 07,1 

Tomahawk, Wis.—S. S. Fuller, who is promoting a 25- 
mile electric railway to connect Martinsburg, North Moun- 
tain, Hedgesville, Tomahawk, Jones Spring, Shenhei, Gano- 
town and Glengary, states that he has been appointed treas- 
urer to raise funds for constructing this line. Work will 
not be begun until spring. [E. R. je yauey, hl 
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SHOPS AND BUILDINGS 


Los Angeles (Cal.) Railway.—This company is having a 
paint shop built on Fifty-ninth Street and San Pedro Street 
in Los Angeles. The structure will be two stories high, 
640 ft. x 110 ft., of reinforced concrete construction. [E. R. 
Jy Sept. 24, ’10.) 


Southern Pacific Railroad, Los Angeles, Cal.—This com- 
pany will erect a new car house on the site of the narrow- 
gage station at Fourteenth Street and Franklin Street 
extending through to Webster Street in Los Angeles. The 
first floor will contain the ticket offices, waiting rooms and 
the telegraph and dispatching departments. 


Tampa (Fla.) Electric Company.—Plans are being pre- 
pared by this company for building new car houses on the 
tract near the river in the northern part of Tampa. The 
cost is estimated.to be about. $150,000. 


Detroit (Mich.) United Railways has recently made ex- 
tensive improvements to its repair shops and has added a 
vacuum drying and impregnating apparatus for its field 
coil work. The company has purchased the improved type 
of apparatus, having cast-iron steam-jacketed tanks, manu- 
factured by the Buffalo Foundry & Machine Company, Buf- 
falo, N. Y. - 

Great Falls Electric Properties, Butte, Mont.—This com- 
pany is considering plans for the construction of new car 
houses and repair shops and the purchase of new equip- 
ment to replace the structures and stock lost in the recent 
fire. 

Public Service Railway, Newark, N. J.—It is reported 
that this company will erect car houses on its property 
recently acquired in Hilton. 

Portland Railway, Light & Power Company, Portland, 
Ore.—This company has purchased ten acres of land in 
southeast Portland, on which it proposes to erect its: gen- 
eral shops. Plans for the new structures are now being 
prepared. They will be built in units and will consist of 
a machine shop, blacksmith shop, carpenter and paint shops. 
The company now operates shops at four different points 
and this new plan will provide for a consolidation of all 
these shops into one plant. It is also the intention of the 
Portland Railway, Light & Power Company to build its own 
cars at this plant eventually. 


POWER HOUSES AND SUBSTATIONS 


Kentucky Securities Corporation, Lexington, Ky—Plans 
are being considered by this company for building a large 
power plant in Lexington. J. K. Trimble, Philadelphia, 
secretary. [E. R. J., Feb. 4, ’11.] 

Michigan United Railways, Detroit, Mich—This com- 
pany is now considering the advisability of installing its 
own power plants. To this end an engineering corps com- 
posed of expert electrical engineers under the direction of 
G. N. Lemmon, chief engineer for the Michigan United 
Railway, with headquarters in Jackson, has been set to 
work making necessary observations and preliminary cal- 
culations. In planning the installation of a new system the 
location of a number of plants and substations will come 
under the jurisdiction of the engineers in charge of the 
work, and it is not anticipated that anything definite as to 
the location of the plants will be ready for announcement 
before 60 days. . 

Metrcpolitan Street Railway, New York, N. Y.—This 
company is said to be considering plans for building an 
additional coal hoist at its power station at First Avenue 
and Ninety-sixth Street in New York. The cost is esti- 
mated to be about $50,000. 

Northern Ohio Traction & Light Company, Akron, 
Ohio.—This company has ordered from the General Elec- 
tric Company one 1000-kw moter generator set and one 
75-kw motor generator and one 1500-hp motor and switch- 
board. 

San Juan Light & Transit Company, San Juan, Porto 
Rico.—This company has placed an order with the West- 
inghouse Electric & Manufacturing Company for seven 
30-kva, single-phase, 60-cycle, 1100/110-220-volt raapaainee 
ers; five 25-kva, single-phase, 60-cycle, sat eae 
transformers and a total of 200 hp in small back-geare 
motors for a machine shop. 
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Manufactures & Supplies 


ROLLING STOCK 
Mountain Railway, West Orange, N. J., expects to pur- 


chase two passenger cars. 


Cleveland & Erie Railway, Girard, Pa., will purchase one 


47-ft. 2-in. interurban car. 


Lincoln (Neb.) Traction Company has ordered one 21-E 
truck from the American Car Company. 


South Bethlehem & Saucon Street Railway, Bethlehem, 
Pa., expects to purchase four open single truck cars. 


Augusta-Aiken Railway, Augusta, Ga., has purchased eight 


Brill 21-E trucks from The J. 


G. Brill Company. 


Detroit (Mich.) United Railway has ordered from the 
General Electric Company 60 two-motor, 70-hp car equip- 


ments. 


Ottawa Electric Railway, Ottawa, Ont., has ordered 18 
cars of the pay-as-you-enter type from the Ottawa Car 


Company. 


Hummelstown & Campbelltown Street Railway, Hershey, 


Pa., has purchased one 31-ft. 


Brill Company. 


baggage car from The J. G. 


Marshalltown Light, Power & Railway Company, Mar- 
shalltown, Ia., has ordered two 21-E trucks from the Ameri- 


can Car Company. 


Western New York & Pennsylvania Traction Company, 
Olean, N. Y., has purchased two Brill 27-Gi trucks from The 


J. G. Brill Company. 


La Crosse & Onalaska Street Railway, Onalaska, Wis., 
has ordered one 20-ft. closed car and one Brill 21-E truck 
from the American Car Company. 

Smith, Kerry & Chace, Winnipeg, Man., are issuing 
specifications for the purchase of a motor car by the Board 


of Control. 
Frankford, Holmesburg & 


Bids will be received until March 3, 1911. 


Tacony Street Railway, Ta- 


cony, Pa., has purchased two 33-{t. 4-in. semi-convertible 
pay-as-you-enter type car bodies and four 39-E trucks from 


The J. G. Brill Company. 


Public Service Railway, Newark, N. J., has purchased 
from the General Electric Company 40 GE-216 commu- 
tating pole railway motors, 38 K-35 controllers and 140 air- 
brake equipments, with CP-27 compressors. 

Chattanooga Railway & Light Company, Chattanooga, 
Tenn., has ordered two cable cars from the C. G. Kuhlman 
Company for use on the incline up Lookout Mountain. A 
new feature is that the cars will be equipped with full vesti- 
bules at both ends, these being entirely inclosed in glass 


for observation purposes. 


Wilmington & Philadelphia Traction Company, Wilming- 
ton, Del., noted in the ELecrrrc RAtLwAy JourNAL of Feb. 4, 
191I, as having ordered 22 cars through J. G. White & Com- 


pany, from The J. G. Brill 
following details: 
Type of car.semi-convertible 
Seating’ capacity. <2. ..0. 36 
Bolster centers, length, 

17 ft. 4 in. 
Deneth of bodye.....20tt 
Over vestibule......... Byute 
Width over sills..7 ft. 10% in. 
Over posts at belt..8 ft. 2in. 


OLN ene Vee ete feustet. sore wood 
THterlOr thi ...+- cs. cherry 
Witidentvaine Gac.ae n-ne metal 
PADUA Bh oo Veves aie cvs, 68 West. 
3umpers...Brill angle iron 
Carn trimmings .......bronze 
Center bearings . Brill 
Couplers . Brill radiating 
Curtain fixtures ... Forsythe 


Curtain material... Pantasote 
Destination signs, 


Hunter illuminated 
ETIMET OMA acts cole sina vals Phila. 
(COMTAEy Ach eee Dedenda 


Company, has specified the 


Tland = brakes. peamscsa: Ackley 
Heating system, 

Consol. 118W. 
Headlights.... Elec. S. S. Co. 
Journal boxes 
MOtOre: seme sant West. 1o1-B. 
Push button signal...buzzer 
Registers...International R5 


Roots. vasa nas monitor deck 
SEMGMIEMS Geoages Brill dumpit 
SSH UScuUT Sa ery cern mneran Brilt 
Seats, 

Heyw’d Bros. & Wakefield 
Séatinge matetiale. cea... cane 
Dice Mean imo sn mre. sere. Brill 
SPECS were BAT eee Brill 
Step itreadGueas apron. tn Brill 
rolleyes poleswan.). ss. Nuttall 
Trucks sorousowe lesa llle <XeW eo, 
Ac cittSel, BA 5 Gets amen Murphy 
Vien tila tomas weve. tsccere Perry 


Wheels...Lobdell cast steel 


Denver (Col.) City Tramway, noted in the Erecrric Rar- 
WAY JournaL of Jan. 28, 1911, as having ordered 16 closed 
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ears and 25 trail cars from the Woeber Carriage Company, 
has specified the following details for the closed cars: 


Length over all..43 ft. 10 in. 


Viele Wealebackecoonooo Oak 
[Nie lone Sey coee oe oo Cc On West. 
Bumpers. Hedley anti-climber 
Wouplers..-.6--) Lomilinson 
Curtain fix....Curtain ’S. Co. 
Curtain material...Pantasote 
VETTE Sierensye 6 ers) ov Rocky Mt. 
GGikGedovseaaneowents 14-in, 


For trail cars: 


Length over all...38 ft. 1 in. 
INGie! INES) oe cig om Oo cian West. 
‘Bumpers.Hedley anti-climber 
Couplers......... Tomlinson 
IRE SISLELS) eo Wastes oe ee Ohmer 

TRADE 


Heating system. Consolidated 


Motors note paceth Cllags 
Inysyealeitoids) Gano ne noe S¢ Ohmer 
ROGUES saccem ee monitor 
SMS coo bono clitls We Ik, ING, au 
Stepatieads mernnirc ci Mason 
Trolley baseaseeree am LS 


Wheels.......30-in. cast iron 


Roofs ee arch 
Stepmuncadse areca Mason 
Trucks PT anchepar 
Wheels....... 30-in. cast iron 
NOTES 


Ackley Brake Company, New York, N. Y., has recently 
received orders for 100 Ackley adjustable brakes from sev- 


eral tramways in Japan. 


Consolidated Car-Heating Company, New York, N. Y., 
reports that since its buzzer system was introduced about 
two years ago over 2000 cars have been equipped. 


Pawling & Harnischfeger 


Company, Milwaukee, Wis., 


has opened a branch office at 533 Baronne Street, New 
Orleans, La., under the management of T. W. Waddell. 


Cooper Heater Company, Carlisle, Pa., has established its 
main sales office at 29 Kenton Street, Dayton, Ohio, from 
which office all matters relating to sales and correspond- 


ence will be handled. 


Nachod Signal Company, Philadelphia, Pa., has installed 
Nachod automatic signals on the Green Ridge Suburban 


line of the Scranton Railway. 


The signals are being tried 


out by the railway, with a view to putting them in use on 


the Moosic Lake line. 


Whipple Supply Company, New York, N. Y., will equip 
the eight new cars of the Norfolk & Portsmouth Traction 
Company and the two new cars of the Norfolk City & 
Suburban Railway with light-weight, rolled steel section 


Hedley anti-climbers. 


Langslow, Lamon Sales Company, Rochester, N. Y., has 
been incorporated with a capital of $50,000 to deal in and 
manufacture the Langslow pre-payment system and other 
similar devices for use at entrances to amusement parks 


and pleasure resorts. 


H. R. Langslow Company, Rochester, N. Y., has recently 
been incorporated with a capital stock of $250,000 to manu- 


facture the Langslow pre-payment system 


consisting of 


fare box and turnstile for electric railway cars, as recently 


described in these columns. 


Nichols-Lintern Company, Cleveland, Ohio, has recently 
received an order from the Nashville Railway & Light Com- 


pany, Nashville, Tenn., for 250 improved ventilators. 


This 


company also reports an increased demand for sand traps 
and valves from electric railways in the Western States. _ 

McClintic-Marshall Construction Company, Pittsburgh, 
Pa., has opened an office in the Morris Building, Philadel- 
phia, Pa., in charge of C. H. Chubbuck, contracting engineer. 
This company also has contracting offices at New York, 
Pittsburgh, St. Louis, Chicago, San Francisco and Colum- 


bus, Ohio. 


Pennsylvania Railway Motor Company, Warren, Pa., has 
been incorporated in Pennsylvania by J. A. Viele, Frank M. 
Knapp, O. W. Ensworth and R. W. Brown, to make cars, 
engines, machinery and boilers, of which the Viele motor 


ear will be the principal product. 


capitalized for $200,000. 


The company has been 


Goldschmidt Thermit Company, New York, N. Y., has 


appointed Dr. E. A. 


3eck metallurgist of the company. 


Dr. Beck was formerly connected with the Crucible Steel 


Company of America. This 


H. D. Kelly traveling engineer. 


company has also appointed 
Mr. Kelly was formerly 


connected with the Chicago & North Western Railroad. 


National Brake & Electric Company, Milwaukee, Wis. 


calls attention to a typographical error which appeared in 


its advertisement in the 


ELECTRIC 


RAILWAY JouRNAL of 


(Vor. XXXVIL ‘Nos7 


Feb. 4. The advertisement related to National air-brake 
equipments and read ,“125,000 equipments in use,” whereas 
the statement should have been made as “Over 25,000 equip- 
ments in use.” The publishers of this paper apologize to 
its readers and to the manufacturer for the error. 


Linde Air Products Company, Buffalo, N. Y., manufac- 
turers of oxy-acetylene welding apparatus, has increased 
its capital from $500,000 to $1,000,000. The company 
has secured two sites, one at North Trafford, Pa., the other 
at South Elizabeth, N. J., and will immediately start the 
construction of large factories, which, it is expected, will be 
completed by June, 1911. This company now has two fac- 
tories in operation, one at Buffalo, N. Y., and the other at 
East Chicago, Ill. 

United States Steel Products Company, New York, N. Y., 
has elected Eugene P. Thomas president of the company, 
to succeed James A. Farrell, who was recently elected presi- 
dent of the United States Steel Corporation. Mr. Thomas 
has had considerable experience in the steel trade, having 
been foreign representative of the American Steel & Wire 
Company, the Illinois Steel Company and the Lorain Steel 
Company from 1899 to the time when these companies were 
taken over by the United States Steel Corporation, at which 
time Mr. Thomas accepted a position with the company 
of which he is now president. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has received an order from the Nikkon Gas & 
Electric Company, Nikkon, Japan, for one 200-kva rotary 
converter, designed for operation at 365 volts, two-phase, 60 
cycles a.c. and 550 volts d.c.; two 125-kva oil-insulated self- 
cooling transformers and one three-panel switchboard. This 
company has also received an order from the Rio de 
Janeiro Tramway Light & Power Company for two 2500- 
kva, 3000 r.p.m., 6300-volt, three-phase, 50-cycle turbo-gen- 
erators. The turbines, which will be equipped with No. 11 
Leblanc condensers, have been ordered from the Westing- 
house Machine Company. 


Wonham, Sanger & Bates, New York, N. Y., report an 
order for the equipment of all the cars of the Montreal 
(Que.) Street Railway with “H-B” wheel guards. This 
railway experimented for several years with a sample guard 
and about one year ago equipped 50 cars. The installations 
proved so sccessful that as a result an order was given 
for the equipment of the 700 cars operated by this company. 
The order is considered a great compliment to the efficiency 
of these automatic guards, owing to the steep grades in 
Montreal and the consequent crowning of large masses of 
snow between the rails, sometimes to a height of 9 in. The 
company has also received orders from Galveston and 
Houston, Tex., for the equipment of all cars in both cities 
with “H-B” wheel guards. 


ADVERTISING LITERATURE 


Allis-Chalmers Company, Milwaukee, Wis., has issued 
bulletin No. 1445, illustrating and describing different styles 
of electric hoists. 

Frank Ridlon Company, Boston, Mass., has published a 
catalog for February, 1911, giving a list of second-hand 
electrical machinery. 

Stromberg-Carlson Telephone Manufacturing Company, 
Rochester, N. Y., has issued booklet No. 253, on the inter- 
comm-phone systems. ; 


Under-Feed Stoker Company of America, Chicago, IIl., 
has published the February, 1911, number of “Publicity 
Magazine,” which is devoted to the interests of the Jones 
stoker. It contains views and a description of an installa- 
tion of the Jones stoker at the power plant of the Toledo 
Railways & Light Company, and also analyses of coals 
mined in Maryland, Kentucky, Tennessee and West Vir- 
ginia. 


NEW PUBLICATION 


Metal Statistics for rg11. American Metal Market & Daily 
Iron & Steel Report, New York. 50 cents. 


The Ig1t edition of this work contains all the important 
Statistics covering the production, consumption and price 
movements of all metal and iron and steel products dating 
back in some cases as far as 1883. It should prove a valu- 
able reference manual for large users: of these metals. 
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MONG the large 
systems that have recently 


placed Brill No. 39-E Single 


railway 


Motor Trucks in service are the 
Omaha & Council Bluffs Street 
Railway Company of Omaha, Ne- 
braska, and the Virginia Passenger 
& Power Company of Richmond, 
Virginia. We are now building 
sixty of these trucks for the Oak- 
land Traction Company of Cali- 
fornia. Brill No. 39-E truck could 
be used under practically every 
double-truck city car. One sys- 
tem having this truck and also 
Brill No. 27-G truck in operation 
has found by actual test, that, 


equipped with 65 h.p. motors, a 


ELECTRIC RAILWAY JOURNAL. 


Ae ROTTER RT PC 
BACH Nirah see POY ai Cab UepagaeNs Weim aaR EAU eae 


pair of No. 39-E trucks give ser- 
vice equal in every respect to a 
four-motor equipment of 40 h.p. 
motors, and this with only two 
motors per car to maintain instead 


of four. 


ith the pony wheels 


toward the ends of the car, as pro- 
vided in the design of this truck, 
the bolster centers can be placed 
farther apart without interfering 
with the platform supports, there- 
by lessening the overhang reduc- 
ing strains and allowing the car 
body to be brought low. The 
adoption of Brill No. 39-E truck is 
not an experiment in economy but 
the recognition of an economic 


fact. 


THE J. G. BRILL COMPANY, PHILADELPHIA 


Pierson, Roeding & Company, San Francisco; Giovanni Checchetti, Milan; Noyes 


Bros. Melbourne, Sidney, Dunedin, Brisbane, Perth; 


C. Dubbeiman, Brussels; 


Shewan, Tomes & Co., Hong Kong, Canton, Shanghai; F.H. Bagge, Buenos Aires; 
International Machy. & Eng. Co., Mexico, D. F.; Thomas Barlow & Sons, Durban. 
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HCB 10-1000—300—240 300 V. 


Split Pole 
Rotary Converter 


A variable D. C. voltage can be 
obtained from this machine with- 
out the use of auxiliary apparatus. 
The variation is caused by chang- 
ing the relative excitation in the 
two parts of divided pole pieces, 
either by hand or automatically. 
The automatic control can be ac- 

tuated to maintain either constant 
load on the converter or constant 


voltage at any point in the distrib- 
uting circuit. 


aie! Potomac? Power. Co. of 
Washington and the Rochester 
Railway and Lighting Co. are us- 


ing G. E. Split Pole Rotaries with 
great success. 


Complete information about 


either standard or special types of 


furnished on request. 


We have developed rotaries for 
25 and 60 cycles and can furnish 
intermediate frequencies where re- 
quired. Voltages up to 1200. 

In Sizes up to 2000-kw. 
cycles). 


tor 
In Sizes up to 2500-kw. 


(25 
cycles). 


Rotary Converter 


These machines will commu- 
tate a load several 


times greater than 
that which can be 
successfully han- 
rotary converters will be gladly dled by similar ma~ 


chines not having 
interpoles 
characteristic 
proves very valu- 
able for conditions 
(60 where the load fac- 
is low with 


heavy momentary 
verloads. 


General Electric 


Principal Office: Schenectady, N. Y. 
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For Unusual — 
Conditions ) 
in Power | 

Conversion 


The railway manager who is confronted 
with out-of-the-ordinary conditions in sup- 
plying his d. c. feeders from an a. c. source 


should note the three special types of rotary 
converters we are now prepared to furnish. 


These embody our long and varied ex- 
perience in rotary converter design. Further- 
more, these special converters were not placed on the 


market until proven satisfactory by rigid factory tests 
and actual service experience. 


_ AC-Booster 
Rotary Converter 


Rotary Converters with di- 
rect connected A. C. Boosters 
provide variable D. C. vol- 
tage by changing the A. C. 
voltage. A.C. Boosters used 
with G. E. Converters have 
revolving fields, making them 
accessible and providing good 
ventilating arrangement. The 


booster can be readily applied 
to machines now in service. 


TC 4-100—750—120/160 V. 


Interpole 


“his 


HCC 6-750—500—1,200 V. | 


Company 


7 


2864 
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